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A Missing £16,000,000 
| a our May 7 issue we drew attention to the report of the 
Comptroller & Auditor General on the Civil Appropriation 
Accounts and to the fact that in that document reference was 
made to a sum of £16,000,000 which was part of the net loss to 
the Exchequer of £59,700,000 for 1947. and which arose in 
respect to an adjustment covering the whole period of control. 
In last week’s issue we dealt with the White Paper issued by 
the Ministry of Transport giving estimates of the full revenue, 
receipts. and expenses, and resultant net revenue of the con- 
trolled undertakings for the year ended December 31, 1947. 
The White Paper showed a deficit on the pooled receipts and 
expenditure of £16,239,000, which, added to the fixed annual 
sum payable by the Government to the controlled undertakings 
of £43,469,000, gives a total cost to the Exchequer of 
£59,708.000, or practically the same figure as given by the 
Comptroller & Auditor General. No mention was made in the 
White Paper of the £16,000,000 adjustment, but clearly this 
figure must have been included in the 1947 pool account in 
arriving at the net loss of £59,708,000. But for this adjust- 
ment, therefore, the pool receipts would almost have covered 
expenditure, leaving the Exchequer to find the fixed rental. 
It is strange, however, that the White Paper does not disclose 
the purpose and justification for the provision out of public 
money of such a large sum, which can result only in benefit 
to the British Transport Commission. 
* * * * 

Organisation of Socialised Industries 

The Labour Party conference at Scarborough gave some 
time to a resolution on control of nationalised industry, which 
expressed concern at the system of administration. It urged 
also that administrators should be chesen from persons of 
proved ability, who had a sound practical knowledge of the 
industries, and from among the workers; that the principle of 
workers’ participation in management through trade unions 
should be firmly adopted in practice; and that special atten- 
tion should be given to training facilities for administrative 
trainees. Mr. J. B. Figgins told the conference that com- 
plete disillusionment had followed the first wave of enthu- 
siasm among members of the National Union of Railwaymen 
at the nationalisation of railways. Other speakers said that 
although legislation had been passed to control certain indus- 
tries, in most instances it was still in the hands of the wrong 
people. Mr. Arthur Deakin and Mr. J. Griffiths, replying to 
the conference, both said that the test for appointments must 
be capacity for the job, without any political test, and the 
former also suggested that the Labour movement had not 
yet all the people of the required capacity or ability. 

* rs - * 


A Transport Bill for Northern Ireland 

The reorganisation of transport administration in Northern 
Ireland, which has been urged for some time, was brought 
closer by the publication on May 15 of the Transport Bill. the 
provisions of which are dealt with in a news article this week. It 
is proposed to set up a Transport Authority having powers to 
raise money up to £10,000,000 by the issue of Ulster Transport 
Stock and other means. The existing Road Transport Board 
is to be dissolved. The only immediate proposal affecting rail- 
ways is the transfer to the Authority of the Belfast & County 
Down Railway. It is not made clear what will be the position 
of the lines in Northern Ireland of the Great Northern Railway. 
athough the Authority is empowered by arrangement to acquire 
and/or operate any rail or other undertaking wholly or partly 
operated in Northern Ireland, or providing transport facilities 
outside Northern Ireland in connection with transport facilities 
within Northern Ireland. The Authority also will have power 
to provide shipping services to and from Ulster, but the position 
of the former L.M.S.R. services is not defined, neither is it 
stated whether the Government proposes to take over the 
former Northern Counties Committee railway system, the present 
position of which was outlined in our January 16 issue. Mean- 
while, opposition to the terms of acquiring the Belfast & County 
Down Railway continues, and an extraordinary general meet- 
ing of the company will be held on June 8 to consider the sale. 
After opposing such a meeting earlier, the directors now have 
circularised shareholders asking support for the sale proposals, 
as being the best possible bargain in the circumstances. 
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British Participation in European Transport 

European transport was the subject of a talk given in the 
Home Service of the B.B.C. by Brig.-General Sir Osborne 
Mance recently, the last of a series of three by different 
speakers on aspects of the Marshall Plan. He emphasised the 
necessity of renewing pre-war international agreements for 
through fares, rates, and services on the broadest possible 
iines, without putting national requirements first, as had been 
done sometimes in the past. The same point was made earlier 
by Professor E. R. Hondelink, formerly Director-General of 
the European Central Inland Transport Organisation, when 
lecturing at the London School of Economics. Professor 
Hondelink. as reported in our June 7, 1946, issue, described 
how the acceleration of services within various countries had 
not been shared in by international trains, which tended to 
take a secondary place in the timetables of administrations 
intent on speeding up their own communications. In_ his 
broadcast talk, Sir Osborne Mance spoke of the interest this 
country has in European transport, particularly now that the 
train ferries have been restored. He considered that our in 
creasing participation in the transport services of Europe might 
be one of the most promising lines of approach to effective 
regional organisation, or, in a wider field, to world organi- 
sation. 

* ~ * + 


Overseas Railway Traffics 

Leopoldina traffics have suffered a setback in recent weeks, 
showing an aggregate decline of £32,662 in the fortnight ended 
May 8. In the following week there was a further, though 
slightly smaller, decline, amounting to £15,052. The company’s 
aggregate for 20 weeks is £205,616 behind the previous year. 
Great Western of Brazil traffics are maintaining moderate in- 
creases, gaining £6,700 in the fortnight ended May 15 and 
showing an aggregate improvement of £20,700. On the Central 
Uruguay the result for the week ended May 15 showed a gain 
of £26,191, but the comparison is made with a period affected 
by a strike in the previous year. Aggregate figures are down by 
£56,081. There was a decrease of £2,344 in United of Havana 
receipts for the same week. It was reported from Havana on 
May 20 that the Cuban Government had decided to instal 
supervisors on the system in connection with paying off arrears 
of wage increases, and to reinstate 43 dismissed employees. The 
company has been paying off increases imposed by a Presiden- 
tial Decree early last year, but still owes the men 5 per cent. 
of the total arrears. With four weeks to go in the financial year, 
Gold Coast results were £209,132 behind 1946-47 at the end of 
February, but in that month and January there was a combined 
advance of £21,939. 


* * * * 


London’s Rush Hour—A National Problem 

Visual evidence of the interest now being taken in the 
London traffic problem at what is known, in current jargon, 
as a very high level, is given on another page. Readers who 
have followed the article and correspondence which we have 
recently published on this subject will share our gratification 
that the Chairman of the British Transport Commission is 
alive to the difficulties and discomforts of Londoners on their 
homeward journey and that a fresh effort is being made to find 
methods of moving them more expeditiously. Already an im- 
provement in frequency of service on the Central Line has 
been announced, which will improve cenditions in the central 
area, the “ black spot” so far as congestion is concerned. Un- 
doubtedly, however, ihe West End Stores can make the greatest 
contribution to relief of the congestion at this stage by agreeing 
to later closing. Whatever is done by or at the instigation of the 
transport authorities, however, we question whether this prob- 
lem has yet reached a high enough level. It needs to go before 
a body having the knowledge on which to base a policy for 
London. for control and siting of its population and industry, 
and having the power, once formulated, to see that such a 
policy is followed.- The problem is national, not regional, 
affecting directly a quarter of our population and, indirectly, 
every one of us. It involves decisions which can be taken only 
by Parliament, but it is to be feared that the situation will 
have to deteriorate further before the Government can be 
shocked out of its ostrich-like refusal to deal with the causes 
rather than the symptoms of the disease. 
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Industrial Development in the Commonwealth 
Some weeks ago Sir George Nelson, Chairman & Manaving 
Director of the English Electric Company, visited South Africa 
for the opening of a new English Electric works at Benon: on 
the East Rand, for the manufacture of small electrical plant, 
On his return he outlined the policy of his board on such 
matters and said his directors felt that we in this country were 
under an obligation to pass on to Commonwealth countries the 
accumulated experience and scientific knowledge acquired in 
the development of our own economy. Industrial growth in 
those countries, moreover, would bring about a demand from 
Britain for heavy machinery which could not be built overseas, 
South Africa is a country rich in mineral wealth, but it has its 
problems too, most serious of which at the present time are 
shortages of materials and skilled labour. Desire to buy British 
was strong and price was not the ruling factor. What was 
wanted was an early delivery date, and it was said that the 
Americans were offering better ones. There had been cases, 
however, where deliveries could not be effected by the date 
quoted, and such a policy would prove to be bad business in the 
long run. His own company, also, was severely handicapped 
because it could not get the necessary materials and labour, 
which meant that only 65 per cent. of its production capacity 
was being used. 
* * * * 
Travel Concessions for Railway Workers 
After negotiations, which have been going on for some time 
between the Railway Executive and the railway unions, agree- 
ment has been reached on representations which had been made 
by the representatives of the employees on the use of free tickets 
over the British Railways system. In future, active railway 
staff who were in service at December 31 last, during 1948 will 
receive the same number of free tickets on like conditions of 
issue, but one of these tickets will be available for a journey to 
any place on the British Railways. Salary and wages staff will 
be granted free residential travel and this will not be confined 
to the regions in which the member of the staff is employed; it 
will not cover travel over the system of the London Transport 
Executive. The effect of the new arrangement is that concilia- 
tion grades and shopmen will receive passes over all lines and 
not merely over those of their own Region. This will bring 
them into line with the clerical grades. Moreover, the shop 
grades are included for the first time in arrangements for free 
residential travel facilities. It is proposed to examine further 
the standardisation of free ticket arrangements before the end 
of this year. 
* * * * 
Central Line Extension to Hainault 
Three more stations will be brought into service on the 
Central Line of London Transport when the section between 
Newbury Park and Hainault is opened for passenger traffic 
on Monday next, May 31. The new section, 1°89 miles in 
length, has already been in use since December, 1947, when 
the line was extended from Leytonstone to Woodford and 
Newbury Park, for running empty stock to and from Hainault 
depot. The tracks between Newbury Park and Hainault have 
been re-ballasted, and resignalled on the London Transport 
two-aspect colour-light system, but with modifications to suit 
Eastern Region steam goods trains at night. The bringing into 
service of the line to Hainault completes the electrification of 
the southern half of the Fairlop Loop. The northern half, 
from Hainault to Woodford via Grange Hill, Chigwell, and 
Roding Valley, will be completed at the same time as the 
electrification of the line from Woodford to Loughton, about 
the end of the present year. In the meantime a shuttle bus 
service will continue to operate between Hainault and Wood- 
ford. The further extension of electrification from Lougnton 
to Epping is scheduled for the latter part of 1949: preparatory 
work is now in hand as a result of the recently-received 
authority to go ahead. 
* * * * 


Importance of Technologists 


A galling experience of recent years has been to see funda- 
mental British scientific discoveries exploited elsewhere and 
the profit from them lost to this country. The situation 
suggests that insufficient attention has been given to applied 
science and the training of technologists. To fill this gap 
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the Parliamentary & Scientific Committee recommended last 
year that the universities should co-operate with certain tech- 
nical colleges, to be known as Colleges of Technology, which 
should be afforded due status. Strong criticism of the rather 
cautious attitude adopted by the committee is made in a recent 
publication of the Institute of Physics on “ The Education and 
Training of Technologists.” The report urges that the Colleges 
of Technology should be new institutions which, in many 
cases, might be developed from existing colleges. It contends 
that the desired increase in status can derive only from a broad 
popular acceptance of their inherent value, which will follow 
if they are allowed to develop as senior institutions, partners 
to the universities. The aim should be to cater mainly for 
full-time three-year students studying for a degree as Bachelor 
of Technology (B. Tech.), and for post-graduate scientists or 
technologists. Finance should be from the Exchequer, and 
local authorities and government, scientific and industrial 
authorities should be represented on governing boards. 
* * * * 
Swiss-Built 50-Cycle Locomotive for France 


Shortly after publication of the note in our March 26 
issue on French experiments with single-phase traction at 
50 cycles, it was announced that the French National Rail- 
ways had placed an order with Swiss builders for a Co-Co 
locomotive to operate on this frequency at 20,000 V. The 
mechanical portion will be constructed by the Swiss Loco- 
motive & Machine Works, Winterthur, and the electrical 
machinery by the Oerlikon company, which, in collaboration 
with the Research Department of the French National Rail- 
ways, has developed a 50-cycle motor only slightly heavier 
than a corresponding one for 1,500 V. d.c. To provide for 
operation on d.c. lines at 1,500 V., the locomotive will be 
equipped with a rotary converter giving a single-phase out- 
put, although its efficiency in these circumstances will be lower. 
A special flexible drive on what is known as the floating 
ring principle has been developed for coupling the six motors 
to the axles. The locomotive is intended for working goods 
trains of up to 1,329 tons and passenger trains of up to 
590 tons, with a maximum speed of 62} m.p.h. It will 
weigh about 112 tons in working order, the load being dis- 
tributed equally over the six axles. The voltage of 20,000 
ac. is that which was used in electrifying the H6llental line 
in Germany, now in the French zone of occupation and 
the scene of the recent French experiments. 


+ * * * 


Railway Capital Equipment 

NE of the major disabilities from which the railways are 

still suffering arises from the inability in recent years to 
replace, or even fully to maintain, its capital equipment during 
the years of Government control of the railways. It was im- 
possible, because of conditions arising from the war, to make 
available either men or materials for this purpose. The latest 
accounts of the trust funds, set up under the Railway Control 
Agreement, show that at the end of last year the amounts 
standing in the trust funds for deferred maintenance, and which 
since have been paid over to the British Transport Commission, 
totalled £151,355,724. 

Great efforts were made between the wars to maintain rail- 
way equipment at a level which made efficient operation 
possible, and to this end large sums were spent which might 
otherwise have been distributed to stockholders. The result of 
the efforts made by the boards and managements of the rail- 
ways to maintain the physical condition of their undertakings 
was reflected in the service which the railways performed during 
the years of heavy war traffics. 

It was never suggested that a sufficiency of funds was avail- 
able for re-equipment on the scale which the railway adminis- 
trations would have desired. This was because of the intense 
competition which the railways were facing in the inter-war 
years and the poor financial results. 

A recent issue of The Economist, in an article dealing with 
“The Importance of Capital,” has pointed out that even if 
‘savings and investment had been equal to each other before 
the war, from a national point of view they would still have 
been far too small. By any test the British economy of the 
inter-war years was creating far too little capital. It did not 
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maintain its machinery; it was woefully inadequate in scrapping 
old plant and replacing it by new: much of its transport equip- 
ment (both track and rolling stock) was allowed to become 
very antiquated. Almost the only forms of capital in which 
there was a rapid rate of replacement and expansion were 
dwelling houses and electric power equipment. With all the 
advantages of hindsight, it is easy to see today that there 
should have been a much greater creation of capital of all 
kinds in the inter-war decades. 

The Economist points out that the economy is now em- 
barrassed by the enormity of its demand for capital. There 
are the recognised arrears -of the war years to be overtaken and 
the actual damage to be put right. There is also a growing 
recognition of the hidden arrears that existed in 1939 and of 
the need to overtake the effects, not merely of six years’ pre- 
occupation, but of 20 years’ indifference. 

So far as the funds set up to provide for arrears of rail- 
way maintenance are concerned, it is important to bear in mind 
that, although the amount of £151,000,000 appears large, it is 
in fact all related to specific items of maintenance which were 
deferred during the years of control, and it does not make 
provision for any backlog as The Economist suggests may 
have arisen in the inter-war years. 


* * * * 


Freight Rate Making 


AS long as railways exist, the system of making freight rates 

will be a staple subject of controversy among railwaymen, 
traders, and economists. In Great Britain the Transport Act, 
1947, practically put the question aside until the Transport Com- 
mission submits “ charges schemes” to the Transport Tribunal. 
There is no such bill in America, where the railways are asking 
for permanent rate increases to offset the rapid growth of 
operating costs, and have obtained interim relief on three 
occasions since October last, but only to the extent of rather 
more than two-thirds of the advance they sought. The Inter- 
state Commerce Commission regards the case as both a revenue 
and a rate one; its April award gave the railways about 
$300 million a year so that they can maintain their lines, but 
the Commission needs more time to adjust rate relationships- 
a difficult matter of great importance to U.S.A. commerce. 

The difference in circumstances explains why many books 
are written in America on transport charges. The latest 
volume to reach us is entitled “* New Departures in Freight Rate 
Making,”* and is based on a series of articles contributed to the 
Railway Age by G. Lloyd Wilson, Professor of, Transportation 
& Public Utilities, University of Pennsylvania. An introduc- 
tory chapter describes the types of rates in force and the factors 
which influence the building of a rates structure, such as the 
value of the goods, the worth of the transport service to 
senders, and the cost of conveyance. Since 1920 there has been 
a decided trend towards the general use of tapering mileage 
on distance scales, which establishes some degree of territorial 
uniformity in rates. 

After stressing the point that carriers, traders, and public 
regulatory bodies are jointly responsible for fixing equitable 
and compensatory rates which are fair to all parties and in the 
paramount public interest, Professor Lloyd Wilson deals with 
some of the plans for making rates on other than conventional 
bases: He explains in detail the British machinery for settling 
agreed charges, and does not find much in the arrangements 
to criticise. Turning to Canada, he shows how the inauguration 
of agreed charges by the Transport Act, 1938, has caused 
a good deal of discontent among the trading community, The 
principal opposition comes from those who fear the effect of 
the new basis of rate making on the traffic and receipts of 
road motor and water carriers. It is difficult to see why this 
should be so, as the Judicial Committee of the Privy Council 
decided, in an appeal case, that the Board of Transport Com- 
missioners for Canada had power, before approving an agreed 
charge, to consider the effect of the proposal on the traffic 
and revenues of competing carriers. 

Whereas in Great Britain agreed charges generally apply to 
high-class traffic passing in small consignments, a substantial 
portion of the lumber traffic originating in Western Canada is 
covered by similar arrangements, as well as between 70 and 80 
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per cent: of long-haul petroleum products, Another interest- 
ing point is that certain U.S.A. railways are parties to charges 
agreements made by the Canadian railways. Agreed charges 
are unknown in the States, though a resemblance is borne by 
rates and fares under Section 22 of the Interstate Commerce 
Act for federal, state, and municipal governing agencies. 

Judging from Professor Lloyd Wilson’s chapters on “ Rates 
Conditioned Upon Periodic Volume of Traffic,’ and on 
* Multiple-Carload-lot Freight Rates,” the Interstate Commerce 
Commission has cramped the discretion of the U.S.A. railways 
in quoting exceptional rates to a degree that our railways have 
not experienced. The Commission has held that the fact of 
traffic being handled in trainloads cannot by itself justify rates 
differing from those applying to single wagonloads, though it 
wil] not rule out proposals for trainload rates without examining 
all the circumstances of each case. 

On the whole, the new departures in rate making apply to a 
comparatively small portion of the total traffic passing. Our 
author sums up his survey in a statement that the method of 
making rates is less important than their reasonableness, and 
adds a list of 15 factors which are significant in determining 
whether rates are fair. We agree with his main proposition, 
but doubt whether some of the items in his list are not merely 
of academic interest. As one example, rates should be 
adjusted, up or down, to changing price levels, costs, and 
economic conditions which affect carriers’ costs or the expenses 
of the traders concerned. The failure of the rates provisions 
in the Railways Act, 1921, shows the difficulty of carrying out 
any periodic revision of charges such as Professor Lloyd 
Wilson contemplates. Our comments do not, however, 
detract from the usefulness of his study of novel rates devices, 
and we hope, with him, that it will foment discussion on the 
whole subject of transport prices. 


* * . * 


Organising Unified Transport in East Africa 


N May 1, by an Order and Proclamation issued by the 

East Africa High Commission with the consent of the 
Secretary of State for the Colonies, and the approval of the 
legislatures of the three territories, the Kenya & Uganda Rail- 
ways & Harbours and the Tanganyika Railways & Ports 
Services were amalgamated into one system, with the title 
East African Railways & Harbours (see also our May 7 issue). 
The higher control and organisation of the combined system is 
under the East Africa High Commission, and the officer 
responsible for carrying out the policy of the High Commission 
is the Commissioner for Transport, Sir Reginald Robins, 
C.M.G., O.B.E. Mr. A. Dalton, C.B.E., has been appointed 
Acting General Manager of the East African Railways & 
Harbours, and Mr. J. R. Farquharson, O.B.E., Acting Deputy 
General Manager, as reported in the issue referred to above. 
Parliamentary control will be through the Central Legislative 
Assembly. 

A Transport Advisory Council is to be formed, consisting 
of the Commissioner for Transport as Chairman, with three 
members appointed by the High Commission, and two mem- 
bers each appointed by the Kenya, Tanganyika, and Uganda 
Governments. The council will be responsible for advice on 
all matters of policy, finance, law, major tariff changes, and 
co-ordination with other forms of transport. 

An early meeting of the council will be called to consider 
provisional legislation, and proposals for the formation of sub- 
committees to deal with specific aspects of transport. Later in 
the year, the council will examine the estimates of revenue 
and expenditure for 1949, before submission to the Central 
Legislative Assembly. In connection with sub-committees, the 
council will be asked to consider the appointment of a Railway 
Sub-Committee and a Ports Sub-Committtee, each to consist 
of three members appointed by the Transport Council, and 
two members each appointed by the Governments of Kenya. 
Tanganyika, and Uganda. The members of the two  sub- 
committees will not necessarily be the same persons. In addi 
tion, it is proposed that each sub-committee shall have the 
power to co-opt two members with full voting powers when 
considering questions peculiar to a particular territory or port, 
in order to ensure proper representation of local interests. It 
is hoped by these means to avoid over-centralisation. 

It is intended also, in the technical organisation, to give the 
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area and district officers the maximum powers to deal with 
local problems, provided such problems do not impinge on 
major policy. As soon as possible, comprehensive legislation 
covering all aspects of transport by railway, inland waterw::ys, 
railway-owned road transport, and the control and managern.ent 
of ports, will be prepared and submitted to the Ceniral 
Assembly, and steps will also be taken to devise a tariff and 
rating structure with common standards of weights, measures, 
and distances applicable to the whole of the East African 
Railways & Harbours, 


* * * 


Inland Waterways Reorganisation 


N December 22, Sir Cyril Hurcomb, Chairman, British 

Transport Commission, announced that the terms of the 
scheme of delegation to the Docks & Inland Waterways Execu- 
tive had been settled, and on January 1, 2,064 miles of iniand 
waterways were vested in the British Transport Commission. 
At that time, the organisation of canals and inland waterways 
into five areas was recognised as a transitional measure, and 
the Commission now has announced that on May 24, a further 
stage in the co-ordination of waterways was reached by 
reducing the number of divisions to four, exclusive of Scotland. 
The separate organisations inherited from the previous owners 
will cease to exist and, within each division, the administration 
will be unified under a divisional waterways officer, respon- 
sible to the Executive, at a divisional headquarters office, with 
branch offices as required. The new divisions will be as 
follow: 

North-Eastern Division 

Aire & Calder (with Goole Docks) 

Calder & Hebble 

Sheffield & South Yorkshire and Trent Navigations 

Section of the Grand Union Canal north of Leicester 

Divisional Waterways Officer—Mr. H. B. Emley 

Headquarters—Leeds 
North-Western Division 

Leeds & Liverpool Canal 

Weaver Navigation (including Weston Point Dock) 

Staffordshire & Worcestershire Canal north of Autherley 

Divisional Waterways Officer—Mr. C. M. Marsh 

Headquarters—-Northwich* 

South Western Division 

Sharpness & Gloucester Canal (including Sharpness & Gloucester Docks) 

Severn Navigation 

Worcestershire Canal south of Autherley 

Birmingham Canal Navigations west of Birmingham 

Stourbridge Canal 

Divisional Waterways Officer 

Headquarters——-Gloucester 

South Eastern Division 

Grand Union Canal (including Regents Canal Dock), but excluding portion 

north of Leicester 

Birmingham Canal Navigations east of Birmingham 

Oxford, Coventry and Lee and Stort Navigations 

Divisional Waterways Officer—Mr. C. Saywood 

Headquarters--London 

* It is intended to transfer the headquarters to Liverpool at a later date, at 
present included in the activities delegated to the Railway Executive. 

The railway-owned canals, at present included in the activi- 
ties delegated to the Railway Executive. will be integrated in 
these four divisions as they are transferred to the Docks & 
Inland Waterways Executive. For the present, the Caledonian 
and Crinan Canals, which are administered by the Docks & 
Inland Waterways Executive, will continue under the existing 
local arrangements for maintenance and operation. Mr. F. 
Whyte, with headquarters at Clachnaharry, is the local officer 
in charge of the Caledonian Canal, and the headquarters of the 
Crinan Canal is at Ardrishaig. under Mr. W. M. G. Dawson. 


Mr. A. C. Lisle 


* * « * 


Are Locomotive Designers Conservative ? 
WE provocative article by Mr. Kyrle W.  Willans. 
M.I.Mech.E., entitled “ The Paget Locomotive and After.” 
which we publish elsewhere in this issue, raises some interest- 
ing points, with the author’s characteristic outspokenness. Mr. 
Wilians’ general charge against locomotive designers is that 
they have displayed far too much tendency to follow one 
another, merely contenting themselves with trivial variations, 
such as the shape of chimneys and splashes, to avoid the 
accusation of plagiarism. 

Few are in a better position than Mr. Willans to utter warn- 
ings of this kind to the present generation of locomotive engi- 
neers. After a long and varied career, in which he was in his 
early days associated with the famous high-speed central-valve 
engines which his father was constructing at Willans & Robin- 
son’s Rugby works, he went over to locomotive construction 
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and held high managerial positions in two very well-known 
locomotive-building firms. He later turned to oil engines, and 
it is probably in the last-mentioned field that his name has 
become best known. His opinions are therefore worthy of 
serious consideration. 

There are, however, several ways in which various improve- 
ments, some of them admittedly slight, have been introduced 
into locomotive design at different times, the cumulative effect 
of which is quite considerable. This has been particularly 
true in this country in the last fifteen years or so. Yet the 
general layout of a steam locomotive remains much the same. 
But surely this is not merely the result of spinelessness on the 
part of designers or chief mechanical engineers, but rather 
because the normal layout happens to be the most convenient. 
After all, the general layout of a motorcar has not altered 
materially for many years, in spite of such bright suggestions 
as putting the engine in the dickey or under the back seat. 

On the question of coal consumption, Mr. Willans saves 
himself by suggesting that there is probably little difference 
between the locomotive of 1887 and that of today. Yet there 
is plenty of evidence in the technical press of the increasingly 
great amount of energy which is being extracted from each 
pound of coal burned—energy, moreover, which is being used 
with increasing effectiveness from the viewpoint of mechanical 
efficiency. There are many locomotives of 1887 vintage, or 
thereabouts, still in service in Great Britain; unless modified by 
drastic rebuilding, their coal consumption might well qualify 
for Mr. Willans’ criticism. But this is not to say that they 
are quite devoid of any redeeming features. In many cases 
they are simple, reliable machines whose lightness is a great 
asset in enabling them to operate over lines having severe axle- 
load restrictions. 

Boiler design data are now fairly well circulated to anyone 
sufficiently interested to obtain them. The American work 
comes quickly to mind—Lawford Fry’s papers, and the bulle- 
tins of the Pennsylvania Test Plant—whilst, on the Continent, 
Chapelon has made some most valuable contributions. Another 
notable paper, dealing largely with German practice, was given 
by R. P. Wagner to the Institution of Locomotive Engineers. 

Mr. Willans is somewhat hard on chief mechanical engineers 
in his article. They do not exploit original ideas, yet their in- 
dividual wishes in matters of detail come in for heavy con- 
demnation. What Mr. Willans really means, of course, is that 
absurd variations in petty matters, such as the examples he 
cites. abound; the sameness in general constructional similarity 
remains. He wants new. and indeed revolutionary ideas to be 
tried, not merely to be different (people who aspire only to 
that can keep to their variations of bedded pads on the boiler 
backplate), but to see if any new principle is worth a trial. 

We cannot but agree with him in this general argument; a 
priceless chance to obtain new information on firebox water 
legs was thrown away at Derby with the scrapping of the 
Paget locomotive. Such data might have been very useful to 
Mr. Bulleid and his staff in connection with the new “ Leader” 
class, in which an attempt is being made to revolutionise firebox 
construction. Not only that, but the knowledge of how the 
Paget boiler would behave in comparison with one of normal 
type would have been of the very highest value. 

Mr. Willans’ most stimulating suggestions all concern boilers. 
The Sentinel boilers built for locomotives, were, he says. alli 
on a small scale. Experience in this country with them has 
shown that the boiler sufficed for light duties, but one wonders 
how a boiler suitable for moving a 500-ton train over Shap 
or Beattock would be got into the British loading gauge. Even 
in Egypt, where in 1932 some very much larger Sentinel-engined 
locomotives were exported, an ordinary locomotive boiler was 
provided, despite a somewhat better loading gauge. 

With regard to the Le Mont principle of forced circulation 
for the water legs of a firebox, this idea was very seriously 
considered by the L.M.S.R. in 1937. There is no doubt that 
many other equally promising ideas have been carefully weighed 
by the C.M.E.s’ staffs from time to time, but have been laid 
aside, perhaps regretfully by engineers, only because some 
overriding economic consideration militated against their adop- 
tion. Much as Mr. Willans might wish to see new ideas de- 
velop into actual construction, engineers were, till January last, 
responsible for shareholders’ money, and are now answerable 
for the taxpayers’ money, so they must show discrimination. 
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Why Not Post Office Red? 


LS ghia sage in this issue we publish the official announce- 
ment by the Public Relations Officer of the Railway 
Executive that during the coming Summer, 14 main line and 
cross-country express services will be worked by locomotives 
and trains painted in experimental colours. Particulars of 
these will be found on page 639. The public is invited to 
express its Opinions in letters addressed to Box A, the Rail- 
way Executive, 222, Marylebone Road, Londen, N.W.1. We 
gather that the idea behind this effort is to gain popularity 
for British Railways. We regret that the scheme leaves us 
quite cold, In the long run it is only service that will count. 
Admittedly there are a number of “ railway fans” and “ loco- 
motive spotters whose vanity will be flattered by being asked 
for their views. 

Our experience is that if you ask advice of enough people 
you have to make up your own mind in the end, because the 
answers cancel cach other out. The exception to this rule 
would be answers to the question: “ Would -you like cheaper 
fares?’ It might be well if the Railway Executive studied 
Aesop’s fable of “the old man and the donkey”; for the 
convenience of those unacquainted with it, it will be found in 
this week’s “ Scrap Heap.” In the end it is the Railway 
Executive and the Transport Commission that will have to 
make the final decision concerning the adoption of “ plum and 
spilt milk” livery or something else for rolling stock and the 
colour of the engines 

The colours to be exhibited will have no real significance, 
and, should the livery be one associated with one of the 
former companies, it will have the effect of perpetuating an 
old allegiance, which, as we gather from previous announce- 
ments, is just what it is wished to avoid. We think the new 
regime has badly “ missed the bus” in not adopting Post 
Office red. That colour would have some significance. How- 
ever much one may disagree with nationalisation and regret 
it, the adoption of “ Post Office Red” for the main-line pas- 
senger engines (and black for all others) would definitely indi- 
cate the new era in “ Our Railways.” In due course following 
a change in Government, blue might be substituted for red. 


* * * * 


Spotlight on ‘‘ Spotters ” 
HE London Midland Region of British Railways tackled a 
potentially awkward situation with resolution and tact 
in intimating, through Mr. J. B. Dunkley, District Passenger 
Manager at Birmingham, the reasons which have compelled a 
local prchibition of “engine spotting’ at Tamworth Station. 
Staffs. Tamworth has afforded an almost unrivalled attraction 
to youthful locomotive enthusiasts, inasmuch as the Derby— 
Birmingham—Bristol main line of the Midland Division here 
crosses over the principal main line of the Western Division 
at the station itself, so that either by occupying a vantage- 
point at the south end of the low level platforms, or by rush- 
ing from one level to another, the scribbling of engine and 
shed numbers could be made into a practically continuous 
process on days of heavy traffic. 

So as not to discourage genuine interest in railway working 
(and bearing in mind, no doubt, the official encouragement 
which the former L.M.S.R. had given to its legitimate pursuit 
by the publication of a locomotive handbook “ specially 
arranged for engine spotters ”), the management has gone to all 
reasonable lengths in endeavouring to allow Tamworth Station 
to continue to be used in this way. Unfortunately, the growth 
in the numbers of boys assembling there, and the increasing 
irresponsibility among some of them, have led to the wise if 
reluctant decision to exclude them from railway premises. 

Quoting “instances where the boys have run across the 
metals or in front of trains, have ridden on slow-moving 
vehicles, and have indulged in stone-throwing or interfered 
with the signal-wires,’ Mr. Dunkley pointed out that “it is 
extremely difficult to keep these enthusiasts under proper 
control, especially when the legitimate business of engine- 
spotting wears thin. and horseplay begins.” While the railways 
naturally appreciate the value of arousing and maintaining an 
interest in railway working among the younger generation, such 
interest can be satisfied most profitably through conducted 
visits of school parties, boys’ clubs, and kindred organisations 
to railway premises. 
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LETTERS TO THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Reduced Railway Fare Facilities 


Physical Laboratories, 
University of Manchester, 
Manchester 13. 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir,—Your editorial on page 506 of the issue for April 30 
(More Reduced Railway Fare Facilities) is surely built on a 
misunderstanding of human nature. 

The very fact of the expense involved in rail travel at the 
present: time is driving more and more travellers to the 
cheaper bus services, If the road fare to Blackpool is half 
the rail fare, which is practically the case, your Mancunian 
will always travel by bus, and drink the difference in Black- 
pool. What happens in one particular case is repeated 
country-wide. People are not willing to lay down money for 
rail fares when some of it could be used for pleasure. 

That is the tragedy of the present situation- -that a fine 
railway system is daily losing traffic to unworthy a: 
and the most pressing reason imaginable why comparable fares 
must be introduced, and kept. 


May 


12 


Yours faithfully, 
oe. 


A Generous Offer from the U.S.A. 
4138 17th Street. San Francisco 14, 
California, U.S.A. May 13 
To THE Epiror OF THE RAILWAY GAZETTE 
Sir,—I am enclosing a clipping from the Saturday Evening 
Post that is self-explanatory. | am employed as a switchman 
by the State Belt Railroad of California, and have worked for 
various railroads as conductor, brakeman, and switchman. | 


THORP 


am what is called here in the States a boomer. My wife is 
also a boomer; she is at the present time operating an inter 
locking tower for the Southern Pacific Railway. Now, as we 


say, here is the pitch. 
Could you give me the names of a switchman, brakeman, or 


a conductor in England who has some children who could 
use a pail of lard or a pail of honey or some rice—one who 
needs it. I would like to correspond with these people—some 
one that is really employed on an English railroad. 
Thanking you in advance, 
I remain, 
HARRY W. BOYD 


[The cutting from the Saturday Evening Post enclosed, 1s 
of an article by Mr. Charles Graves of London, referring to 
the food shortage in England. We are sure that Mr. Boyd's 
generous gesture will be highly appreciated, but we cannot 
repress the apprehension we feel at the response which may 
be made to his kindly offer—Eb., R.G.] 


The London Traffic Problem 


53, Barrington Court, 
Muswell Hill, N.10. 
To THE Epiror OF THE RAILWAY GAZETTE 

Sir.—It could be assumed from previous correspondence that 
there might be room on the Western Region’s four-line track 
between London and Reading for the additional suburban ser- 
vices which would be called for by development of residential 
districts along that line. I believe, however, that it would be 
impracticable, even with automatic signalling. to run such ser- 
vices without the provision of additional tracks. 

The disturbance which would be caused by widening the 
existing quadruple track hardly could be faced. and it would be 
preferable to construct independent electric lines from Ealing 
westwards. The winter timetables for 1946 show that the ap- 
proximate number of trains of all descriptions booked to run 
not less than five days a week was as follows:— 


Approximate number 
of trains each way daily 
. 220 


May 11 


Between 
West Ealing and Southall 


Southall and Slough .... 210 
Slough and Maidenhead 165 
Maidenhead and Reading es 150 
West Ruislip and High Wycombe , 70 
High Wycombe and Princes Risborough 55 


Relief trains, light engines, etc., have to - reckoned with, 
besides the frequent congestion caused by freight trains waiting 
to be received into the yards. 

The Western Region line between London and Didcot has not 
the capacity which a four-line railway carrying miscellaneous 
traffic should have. With the existing arrangement (which 


would be very difficult to alter) a train cannot be transferred 
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from main to relief or vice versa without fouling a third track 
the case of local necessitating 


and in passenger trains, the 
transfer of passengers and luggage from one platform to 
another by footbridge or subway. 


As regards developments in Buckinghamshire, it appears that 


quadrupling between West Ruislip and High Wycombe or 
beyond would not be anything like so difficult or expensive an 
undertaking as the widening of the London-Reading line to six 
tracks. 
Yours truly, 
A. E. BRYANT 
Vague Terminology 
2, Trinity .Road, 
Chelmsford, Essex. May 7 


To THE Epiror OF THE RAILWAY GAZETTE 


Sir,—I have by me readings of valve events on L.N.ELR. 
and S.R. Pacifics. As is well known, the lead in both cases is 
t in., the lap 1% in., and the travel at 65 per cent. roughly 
53 in. (5 3 in. on the “ Merchant Navy ” class). ‘ 

At 15 per cent., a “ valve opening” of @ in. is ascribed 
to both classes, increased, at 25 per-cent., to §} in. in both 
cases. | presume that by “valve opening” is meant the 
maximum opening to steam through the cylinder port, but 


this would seem surprisingly small (4 in. and } in.) by modern 
standards. 

*Exhaust opening above full port” is given as in. 
(L.N.E.R.) and 4? in. at 15 per cent.; and §# in. (L.N.E.R.) 
and #{ in. at 25 per cent. I take this to mean that the whole 
port is open to exhaust with the above measurements to spare 

| should like to know whether my reading of this some- 
what vague terminology is correct in the case of these Pacific 
engines. 





Yours faithfully, 

J. D. MUNNION 

[There is no reason to doubt the official figures. A_ port 
opening of, say, $ in. will admit such a quantity of steam into 

the cylinder as might well surprise our correspondent 
especially with a boiler pressure of 250 or 280 Ib. per sq. in 
behind it. Mr, Munnion may not be clear as to the Sten 
between valve travel and port opening. The valve must have 
a long travel to keep the steam boxed in the cylinder for a long 
period during each stroke, so as to get the maximum benefit 
from a high ratio of expansion. The travel is naturally many 
times as large as the port opening. * Exhaust opening above full 
port’ means the over-run of the valve beyond the actual boun- 
dary line of the port itself, a feature noticeable at short cut-offs 
particularly, when the valve must travel far enough (in other 
words, allow enough time) for the expanded steam to escape 
without building up too high a back-pressure. The terminology 


is not vague, but is admittedly typical technical “jargon.” 
Ep., R.G.] 
Control of War Transport 
Pixton, Forest Row, 
- ; Sussex. May 13 
To THE Eptror OF THE RAILWAY GAZETTE 
Sik,—In your issue of April 16, which I saw only recently, 
there is a thought-provoking letter from Colonel Jesper. 


Anyone who had experience of it in the last war will concede 
generally that the trio of Transportation, Movement Control, 
and Sea Transport depended, in the main, for its success on the 
respective officers, and other ranks, of each branch liking, 
metaphorically speaking, each other’s faces. To some of us 
that seemed, and still seems, a wobbly foundation on which to 


build up any major operation; furthermore, whilst in war 
money seldom matters, nevertheless it is submitted that the 
method of running the Transportation requirements of the 
Forces was extravagant both in manpower and costs. It is, 


perhaps, fair enough to suggest that the former Southern 
Railway never could have hoped to attain its pitch of efficiency 
had its railways, its ports, and its shipping sides been controlled 
by three separate boards of directors, each with its own 
Chairman, In a case of that kind one would have only to find 
dissension at the top to see that dissension percolating right 
down the line, with the inevitable results. 

In the very early days of the war, a Director-General was 
appointed in charge of Movements & Transportation, Had that 
appointment survived it might have altered the whole course 
of things: but Movement Control drifted back to its own 
independent Command, as did Transportation, and the former 
went ahead with notable efficiency to build up a corps that 
finished up the war with a remarkable esprit de corps through- 
out its ranks. The Transportation troops, who in effect were 
the “ practical” as opposed to the “ paper ” workers, did mag- 
nificent work, neither seeking glory nor finding it proffered 
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to them, preferring to find their contentment in the knowledge 
that their job was always well done. 

As Colonel Jesper points out, the present system produces an 
overlapping in returns, and as Staff Officer in Italy 1 recall 
designing a daily return that seemed to suit the requirements 
of all concerned. I believe it nearly went through but even- 
tually got blocked; but unification of control assuredly would 
dispense with the keeping of a lot of separate statistics. 

Perhaps the point at which the system had its most crucial 
test Was in the docks operating work, where the Army and 
the Navy-——in the form of Sea Transport Officers—were sup- 
posed to dovetail in. The theory of what ought to happen and 
the division of responsibility between the two Services, as 
written in the text books, may be one thing, whilst practical 
operation was oftimes another. It happened to be my privilege 
to command for a period the Docks Operating Troops in 
Gibraltar, where, for over a year. we operated, I venture to 
think efficiently, without any S.T.O. organisation. Just before 
the North African campaign, the S.T.O. Organisation turned 
up, and I do not believe that anybody could claim that the 
efliciency of the cargo working of that port improved thereafter 
because of their presence. 

It is appreciated that from a ship’s husbandry point of view, 
the S.T.O. organisation had its functions, but in a place like 
Gibraltar, where the Ministry of War Transport had set up 
already its own organisation, it was perfectly plain that most 
of the normal peace-time ships’ agents could have done the 

ships’ husbandry work quite satisfactorily. Again, every ship 
carries its own Chief Officer, who is perfectly capable of looking 
after his ship’s trim and the safe working of his ship’s gear in 


loading and discharging cargo—the normal duties of any 
Chief Officer. 

Pleasant though many of the S.T.O. officers were, their 
presence on board the ships working cargo was not really 


vital to the progress of the war. I appreciate that at the main 
base loading ports, where the planning for loading was done, 
Sea Transport figures considerably, but, as I see it, in any new 
set-up its functions best could come under the direct control 
of the Ministry of War Transport. Colonel Jesper suggests 
that we might follow the American lines which, under the one 
control of the Transportation Corps, carried out all the func- 
tions of the British trio. 

I should like to see the amalgamation of Transportation 
& Movements, with the Sea Transport duties merged directly 
into the Ministry of War Transport set-up—in other words, 
the Sea Transport title would disappear and the entire transport 
requirements of the forces would be controlled and operated 
by what might be termed the Royal Army Transportation 
Corps and the Ministry of War Transport. 

Just before being demobilised I submitted to the 
a memorandum on what seemed to be some of the short- 
comings of the present set-up and advocated amalgamation. 
I do not know how far it had a hearing, but at a recent dinner 
when questions were invited I ‘id venture to ask whether the 


War Office 
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old practice was likely to continue, and received an answer 
that there were no indications that it would discontinue. 

If the three identities are going to remain there is only one 
further point I would like to make. In the last war selected 
civilians, after a course of but a few weeks, were given an 
emergency commission in the rank of Captain straight away, 
to carry out the duties of R.T.O. This was really iniquitously 
unfair to hundreds of Territorial and Supplementary Reserve 
officers who had given up their time in peace to training, and 
who were still probably only lieutenants, and it was equally 
unfair to officers in other units who, quite rightly, on getting 
their commission, started from the bottom. This move of 
Movements to grant Captain’s rank straight away caused 
resentment in many quarters, and it is something that ought 
never to be repeated, 

Yours faithfully, 


C. M. SQUAREY 
Livery of British Railways 
60, Palatine Road, 
West Didsbury 
Manchester. May 13 


To THE Epiror OF THE RAILWAY GAZETTE 

Sir,—As a lifelong amateur enthusiast, I beg to offer a few 
suggestions in regard to the livery problem at the present time. 

We all know that the railways are now national property in 
this country, and therefore it seems that there is no necessity 
for tender or tank sides to bear the full title “ British 
Railways.” 

Why not alter the present capital initials as borne under 


the grouping system, to suit the various Regions? Thus, 
L.M.S. could become L.M.R.: L.N.E.R. could become N.E.R., 


etc. Admittedly, S.R. might occur both in Southern England 
and in Scotland, but I feel sure that those who can claim 
Scottish ancestry would be proud to see C.R. once more dis- 
played, north of the Border. Would the Railway Executive 
consent to the translation of “Scottish” into “ Caledonian ”? 

By this means it should be possible to foster and maintain 
a healthy competitive spirit between different groups, and to 
provide at least some of that variety which appeals to all 
who are interested in and enthusiastic about railway affairs. 

At the same time the “ national spirit’ could be encouraged 
by a simple armorial bearing or escutcheon displayed above 
the lettering, e.g., the Royal Arms, or, if a simpler cast is 
desired, the Lion Rampant (facing forwards, it is to be hoped) 
on the tender or tank sides above the lettering. The differ- 
ential colour schemes suggested for various classes of loco- 
motives are much to be commended; and, talking of national- 
ised transport, if our long-distance buses and heavy lorries 
can be kept clean and smart, why not our railway rolling 
stock? 

Yours truly, 


DAVID R. GOODFELLOW 




















Publications Received 


New Departures in Freight Rate 
Making. By G. Lloyd Wilson. New 
York, U.S.A.: Simmons-Boardman Pub 
lishing Corporation, 30, Church Street. 
%in. x 64 in. 150 pp. Price $3.—A sec- 
tion dealing with the basic principles of 
freight rates forms a preliminary to an 
analysis of agreed rates and other special 
charges in Great Britain and Canada. Due 
comment is made on the merits and fail- 
ings of various freight rate arrangements 
and is the subject of an editorial article, 
which appears elsewhere in this issue. 


British Railway Stations Illustrated. 
Book 3: Kent, Surrey and Sussex. South 
Merstham, Surrey: The Railway & Tech- 
nical Press, 185, Nutfield Road. 7} in. 

4 in. 60 pp. Paper covers. Price 3s. 
tett—This booklet follows the style of the 
Previous two in the series, with 55 full- 
page illustrations of stations in Kent, 
Surrey and Sussex (excluding the London 
area, which is to be dealt with in a later 
Publication). The selection, which dates 
fom 1914 up to 1947, ranges from an 


exterior view of the ex-L.S.W.R. Windsor 
& Eton Station, which is actually in the 
county of Berkshire, 


to an elevated view 


of the old Ramsgate Harbour Station, and 
a lineside view of the derelict Singleton 
Station on the Chichester—Midhurst line. 


Le Trafic des Moyens de Transport 
et la Conjoncture Economique en Suisse 
de 1901 4a 1944, By Jean-Pierre Baum- 
gartner. Berne, 1947: Editions Stempfli 
& Cie. 9 in. x 64 in. 124 pages. Stiff 
paper covers. Price fr. 7.30.—The author 
of this study set out to discover how far 
transport traffics were an indication of the 
economic situation, and whether fluctua 
tions in them could be forecast. 

As the result of an exhaustive investiga- 
tion undertaken by M. Baumgartner of 
Swiss figures for railway, tram, air, water- 
borne and postal traffics between 1901 and 
1944, and wide reading on the subject in 
French, German, and English, it is con- 
cluded that traffic trends follow the eco- 
nomic cycle; that traffic figures, particularly 
for railway freight, are a satisfactory baro- 
meter of the economic situation; but that 
it is impossible to make a rational fore- 
cast of traffic trends, except for a period 
so limited as to be of very little practical 
value. 

These conclusions, as set out in well- 
documented detail by M. Baumgartner, 
are not verhaps very startling, but they 


are of great value today when the inter- 
pretation of statistics nlays such a large 
part in controlling the lives of all of us. 


Vulcan Magazine. Vol. 1. No. 1. 
Spring, 1948. Newton-le-Willows, Lanca- 
shire: The Vulcan Foundry Limited. 
8} in. 54 in. 24 pp. Illustrated. Paper 
covers. Price 3d—A wide selection of 
topics of interest to employees and outside 
friends of the Vulcan Foundry Limited is 
contained in the first edition of this attrac- 
tive booklet. The activities of social and 
welfare organisations have received con- 
siderable prominence in this edition, so as 
to make known their respective objectives 
and functions. Besides these details, there 
is a number of articles of technical and 
topical interest, among which are those on 
Mr. Strachey’s visit to the Vulcan 
Foundry, the “YB” class locomotives re- 
cently completed for Burma, and Mr. F. 
Turner’s personal experiences in America, 
during his recent visit to study diesel trac- 
tion. The magazine shows high promise 
of proving its value, not only as a com- 
mentary on the various aspects of Vulcan 
activity, but also in assisting employees 
to gain a comprehensive picture of their 
firm’s position in the British locomotive 
industry. 
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The Scrap Heap 


SixTy-ONE L.M.R. SPECIALS 

Of the 61 van horses entered by the 
London Midland Region in the London 
Carthorse Parade held in Regent’s Park on 
Whit Monday, May 17, 60 won first prizes 
and one was awarded a second prize. 
* * * 


DIVERSION 

A freight train from Hatfield to St. 
Albans was diverted into a_ siding on 
May 21 and after crashing through the 
buffers came to rest with the engine pro- 
jecting across a public footpath into a 
householder’s back garden. Both driver 
and fireman jumped to safety when the 
driver saw that the points were wrong. 
The mishap has been attributed to tamper- 
ing with the points, possibly by children. 
Travellers waiting for the early morning 
train from St. Albans to Hatfield had to 
travel by bus, as the rear of the derailed 

train blocked the branch line. 

& * * 


100 YEARS AGO 
From Tue Raitway Times, May 27, 1848 


IPPODROME SWEEP OFFICE. 
“FORTES FORTUNA JUVAT.” 
Messrs. GILES and Co., No. 7, Great Turnstile, Lincoln’s- 
‘Inn, London, will DRAW THE FOLLOWING SWEEPS 
EARLY IN JUNE. 


THE EMPEROR’S VASE. 





: First Second Third 
Subscribers. Horse. Horse. Hore. 
W9at49s. .. £20.... £5 0 .... &2. 6s. 

13 at 21s. Wives GOS wo. 8 8 

13 at 10s. 6d. Sess & 8 O11 6d. 

THE ST. LEGER. 

9 : First Second Third Among Non 
Subscribers. Horse. Horse. Horse. Starters. Starters. 
$5,000 at 2is. £2,500 £1,000 £500 £500 £750 
6,000 at 10s. 6d. 1,000... 500.. 300 .. 300 .. 525 
5,000 at 5s. .... 500 .. 200.. 100 .. 200 250 
5,000 at 2s. 6d 950... 100.. 50 .. 100 .. 185 
5,000 at Is..... 100... @.. 2. @. @ 


The subscriptions are deposited in the names of trustees, 
jointly with the proprietors, at their banker’s. 

In case the subscriptions do not reach the numbers spe- 
cified, the actual number subscribed will be drawn, and the 
prizes apportioned accordingly. 

Five per cent. will be deducted from the subscriptions to 
defray expenses. 

Post-office Orders, to GILES and Co., payable at Post- 
office, 62, High Holborn, will be punctually attended to, but 
stamps not taken in lieu of money. 

Assumed names, or initials, may be adopted by subscribers. 

Prospectuses forwarded on receipt of a stamp. 
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PROGRESS 
An editorial writer in the 
Belfast News-Letter mourns 
the easy-going days before 1 


ace ee 


1939 when a Belfast re- rt | 
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* There are 10 columns to 











fill in on Form 29, includ- hoe 
ing those for description, 
weight or quantity, marks, 
value, and the names of 
the consignor, consignee be 
and owner of the goods; 

but, as a matter of fact, it 

is of no use filling it in at all, because the 
Customs man who deals with this end of 
the business goes off duty at five o'clock, 
and both form and envelope are left over 
for examination next day.” 


*” * * 


JoB ANALYSIS 

At Northolt airport the story is told of 
several high-ranking officials who toured 
the B.E.A. headquarters to find out how 
many employees could be made redundant 
in the interests of economy. 

Seeing a man with a file strolling down 
the corridor, the officials asked him his 
name. “Smith,” he replied. 

They asked him in what department he 
worked. He said that he did not work in 
any department. 

They asked him where he was working. 
He said: ““ Nowhere.” Finally they asked 
him what he did. He replied very briefly, 
* Nothing.” 

The officials thanked Mz. Smith, took 
their leave and almost immediately met 
Mr. Jones. To him they put the same 
questions and received exactly the same 
answers. 

It was after Mr. Jones had departed that 
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One of the nameplates of the former Great Central Railway war 
memorial locomotive, ** Valour,” scrapped last year, has been attached 
to the wall of Gorton Iron Foundry 
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. Sorry. mate! * commercial’ only 


one of the officials turned to the others 
and observed: “ That’s the real trouble 
with this concern—too much duplication.” 


—* Peterborough” in “ The Daily Tele- 
graph.” 
+ * * 
TRYING TO PLEASE EVERYBODY 


A Miller and his son were driving their 
Ass to a neighbouring fair to sell him. 
They had not gone far when they met with 
a group of women collected round a well, 
talking and laughing. “ Look there,” 
cried one of them, “ did ever you see such 
fellows, to be trudging along the road on 
foot, when they might ride? ” 

The old man hearing this quickly made 
his son mount the Ass, and continued to 
walk along merrily by his side. Presently 
they came up to a group of old men in 
earnest debate, “There,” said one of 
them, “it proves what I was a-saying. 
What respect is shown to old age in these 
days? Do you see that idle lad riding 
while his old father has to walk? Get 
down, you young scapegrace, and let the 
old man rest his weary limbs.” 

Upon this the old man made his son 
dismount, and got up himself. In_ this 
manner they had not proceeded far when 
they met a company of women and 
children; “ Why, you lazy old fellow,” 
cried several tongues at once, “ how can 
you ride upon the beast, while that poor 
little lad there can hardly keep pace by 
the side of you? ” 

The good-natured miller immediately 
took up his son behind him. They had 
now almost reached the Town. “ Pray, 
honest friend,” said a citizen, “is that Ass 
your own?” “ Yes,” says the old man. 
*O, one would not have thought so,” said 
the other, “by the way you load him 
Why. you two fellows are better able to 
carry the poor beast than he you.” 

“ Anything to please you,” said the old 
man: “we can but try.” So, alighting with 
his son, they tied the legs of the Ass 
together, and by the help of a_ pole 
endeavoured to carry him on_ their 
shoulders over a bridge near the entrance 
to the Town. 

This entertaining sight brought the 
people in crowds to laugh at it; till the 
Ass, not liking the noise, nor the strange 
handling that he was subject to, broke the 
cords that bound him, and, tumbling off 
the pole, fell into the river. 

Upon this, the old man, vexed and 
ashamed, made the best of his way home 
again, convinced that by endeavouring to 
please everybody he had pleased nobody, 
and lost his Ass into the bargain. 

AESOP. 
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OVERSEAS 


THE RAILWAY GAZETTE 


RAILWAY AFFAIRS 


(From our correspondents) 


TANGANYIKA 
Railway Link-Up with the South 

A forecast that East African railways 
will be linked up sooner or later with the 
Rhodesian system was given by Mr. J. R. 
Farquharson, General Manager of the 
Tanganyika Railways & Harbours, in 
moving approval of the amalgamation of 
the East African systems in the Tangan- 
yika Legislative Council (see The Railway 
Gazette of May 7). 


“It seems probable, with the develop- 


ment envisaged in Africa,” he said, “ that 
the question of converting the East Afri- 
can lines from metre gauge to 3 ft. 6 in. 


will have to be tackled during the next 10 
to 20 years when a junction is effected 
with the Rhodesian system. The change 
of gauge will be a fairly lengthy process, 
will involve a number of temporary divi- 
sions in traffic flows, and will be facilitate 


greatly if the lines are under a single 
direction,” : 

In his view the advantages of amal- 
gamation clearly outweighed the disad- 


vantages. Among them he cited the uni- 
form rating structure and the gain to East 
Africa as a whole. Internal traffic, he 
pointed out, was certain to increase and 
the increasing inter-territorial movements 


would be facilitated greatly by the uni- 
form tariff. ee 

The greater financial stability arising 
from a larger system was a_ safeguard 
against droughts and depressions in par- 
ticular industries, and Tanganyika always 
would be free to take appropriate action 


to safeguard the territory’s interests, with 
a substantial voice in the volicy to be 
followed by the unified undertaking. 


SOUTH AFRICA 


Coal Traffic 

Coal railed from the various collieries 
averaged over 383,000 tons a week in 
January, and the total for the five weeks 
ended January 31 amounted to 1,919,055 
tons, as compared with 1.897.305 tons in 
the corresponding period of last year. 
Export coal amounted to 254,711 tons 
for the five weeks ended January 31. This 
was a decrease on last year of 54.788 tons. 


New Road Services 

New routes totalling about 420 miles 
have been opened up since the beginning 
of this year by S.A.R. road motor services, 
Of this total, 250 miles are in the north- 
eastern area of South West Africa, where 
three separate routes radiate from 
Gobabis, which is the terminus of the 
branch railway line running due east from 
Windhoek, the capital. 


S.A.R. Police 

In January, 1946, a committee was ap- 
pointed to investigate the establishment, 
Organisation and functions of the Railway 
Police Force. The committee has sub- 
mitted its report, and arising out of the 
recommendations made, improvements in 
grading, remuneration and conditions of 
service of the personnel of the force have 
been decided on. The improvements, in- 
volving an additional annual expenditure 
of approximately £46,000, are back-dated 
to January 1, 1947. 

The age restrictions governing admission 
to the Railway Police Force have been 
altered to between 19 and 35 years, 


Furthermore, the stipulation that recruits 
must have had previous police experience 
has been abolished, as the department has 
established its own police training depot. 

Dockyard looting and pilfering on cargo 
ships before they reach their destinations 
are phases of organised crime which have 
now reached such proportions as to cause 
alarm in many countries, including the 
Union. In consequence, the South African 
Railway Police, collaborating with police 
forces in other countries, have launched a 
drive to help smash what is believed to be 
an international ring of smugglers, with 
agents in practically every country on the 
world’s shipping routes. The goods stolen 
are mostly textiles, silk stockings, food 
stuffs, and footwear. Though much 
remains to be done, the Railway Police 
have already tracked down a gang of 
smugglers operating from Union ports and 
with agents in inland centres. 


RHODESIA 
Congestion Eased at Beira 

The traffic position at Beira has im- 
proved, and regular sailings of Conference 
Lines vessels to the port are being resumed. 
Until the port works are extended, how- 
ever, the volume of shipping is to be 
controlled so as not to exceed the capacity 
of the port. According to a _ recent 
Ministerial statement, the tonnage handled 
last year worked out at more than 4,700 
tons a day. 


Impending Legislation 

Inter-Government meetings between the 
two Rhodesias and Bechuanaland have 
been held with a view to reaching agree- 
ment on the draft Railway Bill to be 
debated at the present session of the 
Southern Rhodesia parliament. There have 
been consultations also with officials of 
the Rhodesia Railway Workers’ Union. 
The acquisition by the Southeru Rhodesia 
Government of the share capital of 
Rhodesia Railways Limited necessitates 
legislation for the control of the railways, 
which will be operated jointly by the three 
partner Governments (i.e., Southern and 
Northern Rhodesia, and Bechuanaland). 

Legislation is to be introduced also to 
carry out miscellaneous amendments of 
the Rail & Road Traffic Act in accordance 
with the recommendations of a com- 
mission which has inquired into control 
and co-ordination of transport. 


INDIA & PAKISTAN 


Plans to Expand Karachi Railways 


Plans for the development of Karachi 
are being pursued actively by all depart- 
ments of the Government, and there are 
schemes for large industrial estates and 
expansion of residential areas. To pro- 
vide suitable rail facilities for all these, 
the North Western Railway is carrying out 
traffic and engineering surveys for new rail 
connections and yards between the port 
area and Drigh Road and Malir, in an area 
to the north of the existing city. 


Muslim Railwaymen Returning to 
Indian Dominion 
Nearly 18,000 Muslim railway em- 
ployees, who had opted provisionally for 
Pakistan before the transfer of power, 
have changed their decision and elected to 
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serve the Indian Dominion. Of the 6,000 
who were relieved on transfer from India, 
3,000 came to Pakistan, and after some 
time returned to India, changing their pro- 
visional option; another 3,000 stayed in 
India; the rest (12,000) made their final 
choice before ye were to have been re- 
lieved. 

Quite a large number of men _ exer- 
cised their final option in the last week of 
the six months ended February 14. 


Inter-Dominion Committees 

At a recent conference in Calcutta of 
representatives of the Dominions of India 
and Pakistan, it was agreed that, to ensure 
avoidance of transport bottlenecks and con- 
gestion, mutual contacts were necessary at 
operational level between the railways in 
the two Dominions. 

Operational committees, consisting of 
representatives of the three railways in the 
eastern region, namely, the East Indian, 
Assam, and Eastern Bengal, and the two 
railways in the western region, namely, the 
North Western and the Eastern Punjab, 
may be set up to deal with difficulties re- 
lating to rail transport, including in parti- 
cular delay in the turn-round of wagons, 
discriminatory treatment in the allotment 
of wagons or charging of freight, and 
matters affecting priorities. 

The conference also recommended that 
railway operational committees be estab- 
lished on an inter-Dominion basis to settle 
broad principles of rail transport. 


BURMA 


Train Service Increased 

A daily service was introduced between 
Sagaing Shore and Alon, on the Ywataung- 
Alon section, on March 1. The line was 
reopened last December, as recorded in 
The Railway Gazette of March 5, and at 
first the service beyond Sagaing Shore was 
three times a week. 


New Equipment in Service 

During March, 15 “ YB” class Pacifics 
and two “ST” class 2-6-4 tank locomo- 
tives were put into traffic. Both types 
were built in Great Britain, and described 
in The Railway Gazette of November 7, 
1947, and April 9, 1948, respectively. It 
is intended to transfer three of the “ST” 
class engines to the eastern side of the 
Gokteik Gorge, where they will permit an 
increase in the service on the isolated 
Nawngpeng-Lashio section. Trains here 
are running at present three times a week, 
as recorded in The Railway Gazette of 
March 5, and road transport links up with 
the line to Mandalay at the other side of 
the gorge. Local output of wagons and 
repairs to coaches have improved with in- 
creased supplies of parts from India. 


UNITED STATES 


Chicago Underground Progress 

Work on the Milwaukee Avenue—Dear- 
born Street—Congress Street line is ex- 
pected to be finished about the middle of 
1949. The incline at its north end, con- 
necting it with the elevated rapid transit 
tracks, is being completed at present, and 
both double tube shield-work and open 
cutting sections are in hand, the latter 
being 60 ft. deep in one place. 

The terminal station near the South 
Branch of the Chicago River is also taking 
shape. A contract was let in December 
for supplying and laying permanent way, 
including contact rail and ducts, at a cost 
of $1,883.000. Signalling and traffic con- 
trol equipment will cost some $717,000. 
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The Paget Locomotive and After 
The failure to break away from conventional steam locomotive design 
By Kyrle W. Willans, M.J.Mech.E. 


READING, and re-reading Mr. 

ton’s article on the “Paget” loco- 
motive* causes one to realise how little 
“ original ” designing has been carried out 
on the British railways since the Stephen- 
son era. By “ original” the writer means 
departures from basic design such as those 
included in the experimental locomotive 
referred to. 

The paucity of such departures from the 
conventional was brought sharply home to 
those of us who have mixed locomotive 
engineering with other branches of mechan- 
ical engineering, by Mr. Bulleid’s paper on 
the “Merchant Navy” class locomotive. 
Admittedly his design represented a very 
great departure from the conventional, 
but that it should be such a departure was 
no compliment to locomotive engineering 
initiative. It was, for instance, extraordin 
ary to read, in the discussion, of surprise 
that tubes should be satisfactory if welded 
into tube plates, and to hear doubt ex- 
pressed concerning the removal of such 
tubes, and the expected difficulty of remov- 
ing welds from tube ends and plates. 

To put it brutally, progress in locomo- 
tive design in these islands, as compared, 
say, with progress in the design of 
power station equipment, has been pitiful. 
In the one, it has been a process of evolu- 


Clay- 


tion, and in the other, of revolution. The 
writer recently visited a power station 
owned by Maple & Co. Ltd., in Totten- 


ham Court Road, and saw there one of his 
father’s central-valve engines supplied in 
1887, taking its turn on load. Recently, 
there appeared in the columns of engin- 
eering papers illustrations of an ex- 
Midland Railway locomotive of about the 
same age, that was considered worthy of 
inclusion in a museum of locomotive 
antiques. In 1887, the Willans engine was 
the accepted prime mover for the purpose 
of generating electric current, but the 
present-day power unit has no point in 
common. In the case of the locomotive, 
the same “guts” exist, the superficial 
details differ, and in all probability there is 
little or no difference in the coal consump- 
tion. 

Leaving the general for the particular, 
and giving consideration to the writer's 
preference for boilermaking and _boiler- 
makers (the profession staffed, as the old 
shop saying has it, by the animals which 
most resemble men), let us consider the 
locomotive boiler, taking Paget’s design 
for a start. If we refer to Mr. Clayton’s 
comprehensive and enthralling article in 
The Railway Gazette of November 2, 1945. 
we read that the boiler was found to steam 
well. Having regard to its steaming quali 
ties, and to the fact that it was in existence, 
it was criminal not to have made compre- 
hensive tests. as not only had it certain 
constructional advantages, but the tests 
would also have given useful data con- 
cerning the value of firebox legs as steam 
raisers. 

To the writer, the paucity of data con- 
cerning the locomotive boiler is distressing, 
more especially as we are now getting 
ready to attend the funeral of the steam 
locomotive. Many readers of the paper on 
the “ Merchant Navy” class locomotives 
must have shared the writer’s feelings that 
main-line boiler proportions appear to be 
based, in part, on loading-gauge restric- 
tions, which admittedly are final, in part 


* “ The * Paget’ Locomotive,’ reprinted from The 
Railway Gazette, November 2, 1945. Price 26 





_ electric, 


on the length of the locomotive frame 
between the cylinder casting, and also on 
the space available for the firebox at the 
after end. Into the largest possible barrel, 
tne designer then stows away the maximum 
number. of tubes and superheater tubes, 
the length of the tubes being governed 
mainly by the inevitable length of the 
boiler barrel. . 

The point that one cannot help feeling, 
however, is that experiment might well 
demonstrate that the boiler tubes are far 
too long, and that by materially shortening 
the tubes, and using the thereby increased 
smokebox temperature to provide heat for 
either an economiser unit, or for a La Mont 
type generator unit, steam generation and 
boiler efficiency might, the writer stresses 
the word might, be improved. There are, 
it is believed, test records in existence con- 
cerning trials made in France, which indi- 
cate clearly and conclusively that only a 
relatively short amount of tube length justi- 
fies its existence as a steam producer. 

Again referring to the * Merchant Navy ” 
class, Mr. Bulleid made use of Nicholson 
thermic syphons, obviously to the advan- 
tage of the boiler. This at once indicated 
to the writer that by the use of forced 
circulation in the firebox legs, either by 
means of a La Mont type pump, or another 
method, the advantages gained by the 
thermic syphon could be improved on. 

Putting aside the efforts made by Sentinel 
Industrial Locomotives Limited, which, of 
course, were on only a small scale, and 
other small-scale locomotive boiler designs, 
it would appear that three, and only three, 
major departures from accepted locomotive 
boiler design have been tried out from 
Paget’s time onwards in this country. The 
others were the catastrophic L.M.S.R. 
experiment and the Yarrow-type boiler 
fitted to a L.N.E.R. locomotive. 

If we turn to the contract locomotive 
builders, we unfortunately find the same 
state of affairs. Here, however, we can 
absolve certain of the smaller builders, 
and particularly those which have done a 
great deal of original designing in the direc- 
tion of internal combustion locomotives. 
In so far as the large firms are concerned, 
they would be the first to say that their 
metier was to build locomotives to pur- 
chasers’ design and specification, and that 
it was no part of their business to indulge 
in experimental work. In this respect, the 
locomotive builders in question compare 
very badly with, to give one example, the 
big firms in the electrical industry, which 
build both engines and generators. 


Need for Experiment 

Standing on the threshold of the diesel 
and gas turbine era of locomotive construc- 
tion, abnormal concentration on straight 
manufacture, as distinct from a combina- 
tion of straight manufacture plus experi- 
mental work, is going to place them at a 
disadvantage. Admittedly, any experi- 
mental work done by the firms has been 
of a type that was not calculated to make 
the others imitate them. Reference is to 
the various geared turbine, and _ turbo- 
locomotives, which, after many 
years, followed the Heilmann locomotive 
of the ‘90s. In this locomotive. strangely 


enough, the Willans engine also figured. 
The outsider quite reasonably would 
lay the blame for stagnation in steam loco- 
motive design at the door of “inbreeding ” 
of personnel, and though the fateful inter- 
change of locomotives among the “big 
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three * brought some, shall we say, “ New 
Sires” into the stud, the strain was gravely 
impaired. Looking back on the cays of 
the writer’s first entry into locomotive cop- 
struction, it is still hard to realise the extent 
to which Chief Mechanical Engincers jn 
those days would go, so as to be different, 
One would be known by his funnel top, 
another by his splashers, yet another intro. 
duced a species of louvre into his funnel, 
so that the inrush of air would aid the 
draught. 

The writer remembers three orders for 
boilers going through the shops at the same 
time, one for the North British, one for the 
S.E.C.R., and the third for the Tafl Vale. 
In the pre-electric welding era, one would 
imagine that carefully bedded stee! pads, 
riveted to the back plate of the boiler and 
carefully fullered, it indeed that was re- 
quired, was the right way to do the job. 
At any rate, that was what W. P. Reid of 
the North British required. Wainwright 
of the S.E.C.R., however, demanded 
bronze pads, similarly bedded down and 
riveted on, and one took good care that 
no cracks had been started by the closing 
up of the hot rivets. The C.M.E., how- 
ever, could pat himself on the back that 
he had not slavishly copied the North 
British. 

The C.M.E. of the Taff Vale was faced 
with only two materials from which the 
pads could be made, and also by the fact 
that both other parties used rivets. He met 
the situation by using bronze pads as did 
the S.E.C.R., but preserved his individuality 
by attaching these to the boiler plate by 
countersunk patch studs. When one 
realises that the water-gauge top pads were 
bedded to the curved surface of the flange 
of the back plate, which was curving in 
two directions, and that the patch studs 
had to be drilled at right angles to the face 
of the pad and in consequence “semi- 
tangential” to the plate in some cases, 
while the square of the patch stud had to 
be cut off before the boiler fittings were 
fitted to place, it can be appreciated that 
the individuality of the C.M.E. was pre- 
served at the expense of a_ thoroughly 
rotten engineering job. The response to a 
protest was simply that: “ Our men can 
do it, must be something wrong with 
yours!” 

Reverting to the locomotive boiler once 
more, many years ago, when the writer's 
father was carrying out his famous engine 
tests, steam was supplied by a locomotive 
boiler purchased from the old L.S.W.R. 
Peter Willans found that with draught 
equivalent to that on the locomotive, and 
with careful firing, 350 i.h.p. was the utmost 
that he could get from one of his highly 
economical steam engines taking steam 
from that boiler. Many years after, one of 
his chief assistants told the writer that 
Willans had intended to mount the boiler 
in a frame, make the steam pipe flexible, 
and make the boiler “pitch” to see the 
increase due to this movement in the steam 
generation. 

It was the memory of the foregoing, plus 
the use of the Nicholson syphons, that 
made the writer suggest to a C.M.E. an 
experiment in forced circulation in the legs 
of a locomotive firebox. Perhaps it may 
yet happen, but if the mentality that dealt 
with Paget’s far-seeing experiment still 
obtains, the experiment might just as well 
not be tried. To carry out an experiment 
with a mind convinced that the experiment 
ought to fail, and that it will be best for 
all if it does fail, comes very close to 
infamous conduct in a professional respect, 
besides being a waste of one’s firms 
money. 

(Editorial comment on this article appears 
on page 620) 
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the depot will have a total capacity of 344 
cars, of which approximately one-fifth 
will be under cover. It now becomes one 
of the two main depots at which all Central 
Line rolling stock inspections and minor 
repairs will be carried out. The other 
depot will be at the western extremity of 
the line, at West Ruislip, when the elec- 
trification of the section beyond Greenford 
is completed. 

Major repairs will continue to be under- 
taken at the London Transport rolling 
stock overhaul works at Acton. 


Welded Bridge 


An interesting feature is that one of the 
new bridges necessitated to give rail access 
across the New North Road between the 
depot and Hainault Station is of all-welded 
construction. The two main girders of this 
bridge, which are not parallel and are on 
the skew, are approximately 50 ft. span. 
The deck, consisting of 8 in. x 5 in. ~ 
28 Ib. filled joists embedded in concrete, 
is carried On a single cross-girder to which 
are attached four rail bearers on each 
side; under the ballasted track which 
crosses the bridges there is a layer of 
waterproofing covered with brick tiling 
13 in. thick. 

The arrangement of the track is 
such that it is possible for two turnouts 
to be laid immediately on the span. The 


THE RAILWAY GAZETTE 


total weight of the steelwork in the bridge 
is approximately 70 tons, of which the two 
main girders account for 22 tons, and it is 
estimated that a 20 per cent. saving in 
weight has been effected in comparison 
with a similar riveted design. 


Stations 


There are two intermediate stations on 
the newly opened section, namely, Barking- 
side and Fairlop, and the section termin- 
ates at Hainault, Hainault Station has 
been rebuilt with a new booking hall 
below the tracks, and the down platform 
converted into an island. The work was 
largely completed before the war, and the 
station is now being equipped with a roof 
over the island platform and generally 
finished on austerity lines. At Barkingside 
and Fairlop, the existing station buildings 
are being renovated where necessary to bring 
them into line with other stations on the 
system. Electric lighting is being installed, 
and ticket offices, staff rooms, and ancil- 
lary buildings are being reconstructed to 
London Transport standards. Poster sites 
and signs are also being altered or renewed 
to conform to the usual design for 
* Underground ” stations. 


Train Services 
The bringing into full use of the new 
depot at Hainault makes possible an in- 
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crease in service frequency during peak 
periods of four trains an hour over the 
main section of the Central Line be: ween 
White City and Leytonstone. Of these 
additional four trains, two will run on 
the Woodford branch and two on the 
Newbury Park branch. This means that, 
after May 31, 17 trains an hour will run 
on each branch line, a slight increase over 
the present service in each case. 

Of the Newbury Park trains, approxi- 
mately half will continue on to Hainault, 
so that the three new stations will have 
approximately a 6-min. interval peak-hour 
service to and from the City and West 
End, lengthening to 74 min. at midday and 
on Saturday evenings, and to 10 min. on 
other week-day evenings and all day on 
Sundays. 

In all, 73 train sets will be required to 
operate the new service. Of these, 12 will 
be composed of 8 cars, and it is proposed 
to use these as far as possible during the 
morning and evening peaks. This will 
result in more accommodation as well as 
extra trains being available during the 
peak hours over a large section of the line, 
It will be remembered that all Central 
Line trains were lengthened from 6 cars 
to 7 cars when the line was extended from 
Leytonstone to Woodford and Newbury 
Park last year. Since then a few 8-car 
trains have been running as available. 








Mechanised Parcel Stamps Issue, Eastern Region 


Adaptation of cash register machine overcomes 
difficulty of replacing existing 


the 


types 





FOR fourteen years machines have been 

in use at Kings Cross and Liverpool 
Street parcels offices, Eastern Region, for 
the issue of parcel stamps. These 
machines, electrically driven and with 
elaborate safeguarding arrangements, had 
exceeded their mechanical life by some 
years, but renewal had been postponed 
until, owing to increasingly heavy main- 
tenance costs, replacement could be de- 
ferred no longer. 

Because of short supplies in the home 
market, and the need for economy, the 
Passenger Department Research Section of 
the British Railways (Eastern & North 
Eastern Regions) was asked to investigate 
how replacement could be made by the 
improvisation of machines fairly readily 
available at the present time. 

As the result of collaboration with the 
National Cash Register Co. Ltd., four new 
machines have now been installed. After 


some investigation it was found that the 
company’s normal “100” class machine 
(used in retail stores) could, by simple 
adaptation, provide adequate accountancy 
safeguards and fulfil all traffic require- 
ments. 

In relation to the replaced machines, 
the “100” class models have the advan- 
tages of mechanical, instead of electrical 
operation, and the issue of a thin paper 
stamp compared with a stiff card stamp, 
which had caused difficulties in affixing 
to parcels, particularly if the wrappings 
were not of paper or other smooth 
material. 

The “100” class miachine issues stamps 
for any amount between 1d. and 
19s. 1ld. For values above 19s. 11d. 
which are not required frequently, two or 
more stamps are issued. The operating 
clerk first depresses one of two keys to 
register his identity, then partly depresses 


the “amounts” keys until, at the final 
selection, the key is depressed fully and 
operates the machine. The issued stamp 
bears the name of the forwarding office, 
the date, serial number (this is recorded on 
the counter sheet against the details of 
the consignment), the amount and, if at 
owner’s risk, a suitable symbol. The last 
detail is included by the pressure of a 
special key. This key was a novel conver- 
sion of one that is normally used in retail 
stores when amounts are paid out, the 
internal mechanism being altered suitably 
so as not to effect a deduction from the 
totaliser. ; 

As each stamp is issued, an entry Is 
made on a visible record strip which 
shows the identity of the clerk handling 
the consignment, whether the consignment 
is at owner’s risk, and the carriage charge. 
This record strip passes under a window 
from which a portion is cut to allow 
special inscriptions to be made against any 
items that may require them. 


Totalling and Resetting 

The totalling of the record strip is done 
mechanically, each clerk’s total being 
calculated separately. By means of various 
locks and keys, entry to the totaliser appar- 
atus is regulated so as to provide clerical 
access for the reading of intermediate 
totals, or the reading by an authorised 
person of final totals and the resetting of 
the cash counters to zero. Resetting 1s 
“proved” by a simple action which 
records the zero reading on the record 
strip at the beginning of a day or shift. 

The illustration shows the style of the 
new parcels stamps, with the “ British 
Railways” background; and the operating 
keys that register the clerk’s identity and, 
if necessary, the owners’ risk symbol. 








QuaLity CoNTROL.—British Standard 600 
(Application of Statistical Methods to In- 
dustrial Standardisation & Quality Con- 
trol) has been reprinted, and copies may be 
obtained from the British Standards Institu- 
tion, 24, Victoria Street, London, S.W.1, 
12s. 6d. each. 
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High-Production Fishplate Drilling Machine 


Continuous operation facilitated by simplified controls 
and arrangements for loading while work is in progress 


A MULTI-SPINDLE drilling machine 


of special design, has been de- 
veloped recently by Kitchen & Wade 
Limited, Gibbet Street, Halifax, for 
drilling fishplates and »similar com- 
ponents on a_ high-production basis. 
Of new construction throughout, special 
attention has been directed to obtain- 


ing maximum production with mini- 
mum fatigue of the operator. As will be 
seen from the illustration, the machine is 
of a horizontal type, the spindles being 
mounted centrally, with work-holding jigs 
fixed at each end of a traversing table. 
The operator loads one jig by inserting 
two fishplates; these are located by 
hardened-steel rollers formed to suit the 
fishplate profile, clamping being effected 





into slow feed occurs. It will be appre- 
ciated that the other jig, being mounted 
on the same traversing table, has moved 
away from the spindles, and can be loaded 
whilst the drilling operation is taking 
place. 

On completion of this drilling operation 
the machine is stopped automatically. The 
Operator can press the second “ start” 
button immediately, thereby bringing the 
newly-loaded jig up to the drills and with- 
drawing the jig carrying the drilled com- 
ponents, which is unloaded and reloaded 
ready for the next cycle. 

The jigs will accommodate any type of 
four-hole fishplate up to 24 in. maximum 
between the extreme holes; the subsidiary 
pilot bush plates and the formed locating 
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operation, and is the only effort required 
of the operator apart from pressing the 
“ start” buttons. 

The four spindle heads are adjustable 
for centres between 34 in. minimum and 
6 in. maximum, and a range of speeds and 
feeds suitable for 3 in. to 14 in. drilling in 
steel is provided. Adjustable drill sockets 
are fitted to each spindle, enabling drills 
of varying length to be used efficiently. 

Main drive is taken from a 15-h.p. con- 
stant-speed foot-mounted motor by a 
multiple vee-belt drive through a single 
lever change gearbox direct to the spindle 
heads. The 3-h.p. quick traverse motor is 
fitted directly on the machine table. 

Coolant is fed to each drill. and this 
supply is controlled automatically from the 
machine table traverse, ensuring that the 
supply is fed to the drills only during the 
actual drilling operation. The machine is 
of particularly robust construction for 
continuous arduous duty, and all 
mechanical and electrical motions are pro- 
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View showing the two sets of spindles, permitting drilling and loading to proceed continuously 


by the steel lever mounted at the front 
of the jig. The “start” button is then 
pressed, which sets the spindles in motion 
and brings the loaded jig quickly up to 
the drill points, where an automatic change 


rollers are the only parts to change for 
accommodating different types of com- 
ponents. A device for the ejection of 
finished work from the jig is fitted, and 
unloading and reloading the jig is a simple 
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WASTE PAPER SALVAGE INCREASING.—In- 
dustrial and commercial concerns all over 
the country are joining in the drive for 
more waste paper salvage which was 
begun last month by representatives of the 
national, provincial, and periodical press, 
in co-operation with the Waste Paper 
Recovery Association. An approach to 
business houses in Southampton, for ex- 
ample, has resulted in a 60 per cent. in- 
crease in their paper collections. Among 
the larger concerns. waste paper sold by 
the Fort Dunlop factory during the first 
quarter of the year amounted to 153 tons. 
The Cadbury organisation, a large user 
of paper and board, is sending more than 
30 tons for repuloing every week. Even 
greater efforts are required, however, if an 
extra 100,000 tons of paper are to be col- 
lected by the end of June. All industrial, 
trade, and professional concerns are urged 


to help in their own and the national 
interest by turning out waste paper quickly. 
The Waste Paper Recovery Association, 
of 52, Mount Street, London, W.1, will be 
glad to help where collection difficulties 
are experienced. 


REPAYMENT OF MEXICAN’ RAILWAYS 
Dest.—The International Committee of 
Bankers on Mexico (New York) has 
announced a distribution of a substan- 
tial part of the funds remaining in 
its hands to holders of bonds of the 
Mexican Government and of the National 
Railways of Mexico, devosited under 
the Agreement dated June 16, 1922, 
amended in 1925. The amount of the 
distribution is $4,702,028. The present 
distribution is a step in the conclusion of 
the committee’s work begun over 25 years 
ago, at which time it initiated steps to 


tected by suitable overload devices. The 
slideways are fully covered at all positions 
of the table. 

The machine occupies a space 12 ft. 6 in. 
by 5 ft. 6 in., and weighs 5 tons. 


secure a resumption of interest payments 
on the debt of the Mexican Government 
and the National Railways of Mexico. 
which had been in default since the 1914 
revolution in Mexico. During the five 
years in which payments were to have 
been made, the Mexican Government re- 
mitted some $43,000,000, which sum was 
increased, by interest earnings and miscel- 
laneous receipts, to about $45,000.000. 
During those years about $33,000,000 was 
handed over to paying agents for distribu- 
tion to bondholders. The sum remaining 
was insufficient to pay a full year’s interest 
on all the deposited bonds at the prescribed 
rates, and, after payments ceased at the 
close of 1927, the committee sought 
judicial instructions as to the distribution 
of the remaining funds. Because of pro- 
tracted litigation, no distribution was 
poss:tie until the present time. 
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Radio Communication Equipment for Railways 


New techniques embodied in recent apparatus result in reduced 
demands on power supply and maximum ease of operation 


ARIOUS wartime developments in 
radio increased the possibilities of 
applying this method of commynication to 
railway purposes. A series of experiments 
in this direction carried out by the former 
L.N.E.R. were described in our May 30, 
1947, issue, and we have recorded the 
installation on railways of the United 
States of many equipments designed for 
passing messages in marshalling yards; 
between trains and _ lineside stations; 
between driver and guard; and between 
certain main-line trains and the public 
telephone network. It is the possibility of 
accommodating numerous stations without 
mutual interference in the band of fre- 
quencies known as V.H.F. (very high fre- 
quencies) which has done so much to 
stimulate interest in radio for railway 
communication. Coupled with -this has 
been the development of frequency- 
modulation. 

There are two methods of impressing 
speech on the continuous wave output of 
a valve transmitter, one of them being 
by varying its amplitude at an audio- 
frequency, and the other by a similar 
variation of the output frequency. 
Although frequency-modulation is most 
commonly associated at the present time 
with improved quality of reproduction in 
broadcasting, the system has several advan- 
tages for the transmission of ordinary 
commercial messages by radio telephone. 

Reception is less subject to interference 
by ignition or electrical noises, and, in 
many circumstances, there is a virtual gain 
in selectivity by reason of the “ capture ” 
effect, which means that a receiver will 
reject entirely an unwanted signal close to 
the frequency of reception provided that 
its strength is below a certain level— 
namely, in conditions when an amplitude- 
modulated signal would be heard against 
a background of the second transmitter. 

The power required for frequency- 
modulation is less than that which has to 
be available when the amplitude method 
is used, a feature particularly attractive for 
mobile installations, where the available 
power supplies are restricted, since it pro- 
vides an increased service area for a given 
input to the equipment. A characteristic 
of the receiver circuit used with frequency- 
modulation is the relative simplicity with 
which muting may be applied, giving a 
silent background except on reception of a 
signal at the frequency to which the 
equipment is tuned. 


Mobile Apparatus for Vehicles 


The characteristics described above are 
exemplified in a mobile V.H.F. installa- 
tion designed by Mullard Electronic Pro- 
ducts Limited, which is in practical use 
already in a scheme entailing two-way 
communication with vehicles moving 
within a considerable area. The mobile 
equipment consists of separate transmitter 
and receiver boxes, operated from a 
remote control unit and capable of opera- 
tion from a 6-V. or 12-V. battery (12-V. 
operation is preferred). 

Each unit is adjusted for operation on a 
single selected frequency, controlled by a 
crystal. The transmitter box contains a 
rotary converter supplying power for the 
whole installation, and the transmitter 
itself delivers 20 watts to the aerial feeder 
on frequencies below 100 Mc/s, or 12 
watts above that frequency. The range 
within which transmitters and receivers 


may be adjusted to operate is from 65 to 
166 Mc/s, there being four models to 
cover the whole band. 

In the receiver, a double-superhetero- 
dyne circuit is used, both local oscillators 
being controlled by the same crystal. 
After the second intermediate frequency 
amplifier, the signals pass through two 
limiters to a discriminator stage, which 
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separates the audio-frequency component 
from the amplified frequency-modu!ated 
input. Muting is accomplished by a simple 
circuit associated with only one valve. 
The equipment can be connected to 
separate transmitting and receiving aerials 
to allow for duplex operation (tra: sMis- 
sion and reception on different frequen- 
cies). When operating in this way two- 
way conversations, as on normal telephone 
circuits, can be carried on at distances y 
to between one half and two thirds the 
full range available without switching 
from transmit to receive. Each aerial is a 
vertical rod, the length varying with the 


Assembly of rotary transformer and transmitter chassis in the Mullard 
frequency-modulated mobile equipment 


Underside of receiver associated with the above transmitter, showing 
unit assembly of chassis and accessibility of components 
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frequency and being roughly 2 ft. 6 in. 
when working in the neighbourhood of 
100 Mc/s. In view of the ample power 
output from the transmitter, slight screen- 
ing of the aerial would not be detrimental 
in many railway applications—mobile 
equipment in shunting locomotives, for 
example—and the aerials therefore could 
be mounted fairly low down on the side of 
a locomotive so as not to infringe loading 
gauge regulations; only the top of the 
aerial need project above the locomotive. 

When duplex working is not required, a 
single aerial is used, and the transmitter or 
receiver are connected to it in turn by 
means of a relay. The receiver provides 
an output of 3 watts, and, in one installa- 
tion now in service, supplies two loud- 
speakers and a telephone type hand set. 
One larger loudspeaker and the hand set 
may be used if more convenient. Special 
attention has been paid to accessibility for 
servicing in the design of the equipment, 
the receiver and transmitter components 
being each mounted on several chassis, 
which can be removed by unsoldering four 
or five connections, and permit of a new 
unit being installed readily when one 
chassis requires workshop attention. Nor- 
mally, servicing entails only the weekly 
trimming of two controls on the trans- 
mtter and receiver, which are adjusted by 
a screwdriver in each case until a maxi- 
mum reading is observed on a_ meter. 
Nearly all components in the equipment 
can be removed for repair -without dis- 
turbing adjacent items. 


Current Consumption Figures 

The current requirements of the mobile 
installation are small. When working in 
duplex, for example, using a 12-V. battery 
supply, the consumption with transmitter 
and receiver operating simultaneously is 
145 amp.; or 9 amp. in the standby posi- 
tion, with the receiver and transmitter 
heaters on but the transmitter high-tension 
off. The currents taken in simplex work- 
ing are 7 amp. with the receiver and 10 
amp. with the transmitter in operation. 
There are only four controls on the re- 
mote control unit, namely, a receiver 
on/off switch; a switch for the transmitter 
heaters; a cut-out for the muting circuit, 
which may be necessary at maximum 
range, or occasionally to satisfy the 
operator that the equipment is function- 
ing; and a volume control. High tension 
is supplied to the transmitter valves by 
means of a press switch incorporated in 
the telephone hand set. 

An average range with a well-sited fixed 
transmitter (for which a 100-watt instru- 
ment is available) is from 12 to 15 miles. 
Practical tests have shown that communi- 
cation with this equipment is little affected 
by screening from bridges and other 
Structures. 


Battery-Worked Portable Equipment 

The economical power requirements 
characteristic of frequency-modulation, 
which have been noted already, offer new 
opportunities for the design of lightweight 
portable equipment. For a given input, 
about twice the output power which 
would be obtainable with amplitude modu- 
lation is available, and the system there- 
fore lends itself to use in battery-operated 
transmitter-receivers. In a new equip- 
ment designed by Tele-Radio Develop- 
ment Limited, the necessary power for 
supplying approximately 500-700 mW. to 
the aerial is taken from a 90-V. Drymax 
high-tension battery and a 2-V. Exide 
M.R.2A cell. Current requirements are 
20 mA. H.T. when transmitting, and 12-14 
mA. when receiving, the corresponding 
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Tele-Radio poriable frequency-modu- 
lated transmitter-receiver with a 
battery power supply 


L.T. consumptions being 700 mA. and 
350 mA. respectively. Operation of this 
equipment is reduced to its simplest terms, 
the tuning to the allotted channel within 
the 65-95 Mc/s band being carried out 
during production. Crystal control is 
used both for the trans- 
mitter and the local 
oscillator of the seven- 
valve super - heterodyne 
receiver. Both crystals 
are hermetically sealed. 

The dimensions of the 
equipment are only 9 in. 
x 7 in. x 3} in. and 
the weight, complete 
with batteries, is 10 
lb. Communication is 
obtainable over ranges 
between half-a-mile and 
one mile in difficult built- 
up areas, or over a range 
of two to three miles in 
Open country. This is 
believed to be the first 
application of frequency- 
modulation with crystal 
control to an equipment 
so readily portable. 

Both types of equip- 
ment described so far 
Operate in what is known 
as the V.H.F. band. 
These very high fre- 
quencies lend themselves 
to short-range communi- 
cation for industrial pur- 
poses, being widely re- 
moved from the ordinary 
broadcast frequencies and tending also to 
confine their radiation to the vicinity of the 
railway tracks. The range at which com- 
munication can be effected is described 
usually as “ optical ” range, being governed 
by the curvature of the earth but not neces- 
sarily restricted by obstacles to sight, 
although these may have a certain screen- 
ing effect. To some extent; therefore, the 
range increases with the height of the 
transmitting aerial. 


Rediffusion 


Fixed Station H.F. Installation 


Communication over greater distances 
than those for which the V.H.F. fre- 
quencies are adapted may be required in 
railway operation, either for regular or 
emergency contact between stations or 
Offices. In these circumstances, the high- 
frequency band is suitable (roughly be- 
tween 1 and 8 Mc/s). The simplicity of 
Operation which characterises the two 
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V.H.F. equipments described has been 
studied equally in a high-frequency trans- 
mitter-receiver for fixed or mobile station 
use designed by Rediffusion Limited. 

By the use of crystals in the transmitter 
and receiver, five pre-selected frequencies 
can be brought into operation with the 
turn of a single switch, and the change 
from “transmit” to “receive” is effected 
by a press-switch incorporated with the 
telephone hand set. Apart from these 
controls, the only other manipulation re- 
quired of the operator is to select the type 
of service required by means of a second 
5-way switch. This provides, among 
other facilities, a “standby” setting in 
which the receiver is fully operative, but 
in the transmitter only the heaters are 
switched on, thus ensuring economical 
operation during listening periods, with 
the possibility of immediate transmission 
when required. An external loudspeaker 
can be operated from the receiver in addi- 
tion to the telenhone hand set when neces- 
sary. The instrument receives its power 
supplies from a separate power unit, which 
may be for either a.c. or d.c. operation. 
Two-way telephone communication over 
ranges of the order of 250 miles can be 
obtained with this apparatus. 

As a result of recent developments in 
radio communications equipment, a 


radio-telephone for the high frequencies 


variety of apparatus is becoming available 
that lends itself to railway operating re- 
quirements. Further development depends 
as much on the defining and standardisa- 
tion of these requirements by railway 
administrations, as on continued progress 
in the technical design of radio apparatus. 








COME TO BRITAIN FOR SPoRT.—A set of 
six sporting folders, designed to emphasise 
the wide variety of entertainment which 
Great Britain can offer the visitor from 
overseas, is the latest addition to the 
literature of the British Travel Association. 
Subjects dealt with in these colourful 
folders, each of which has an informative 
map, are racing, motoring, yachting, fish- 
ing, golf, and walking, and their covers are 
reproductions of a series of full-colour 
posters circulated overseas well in advance 
of the tourist season. 
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Automatic Ballast Cleaning 


A machine on trial by the Railway Executive sifts, 
spreads, and rejects ballast while moving along the track 


THE Railway Executive is carrying out 
trials with a Matisa automatic ballast 
cleaning machine under arrangements 
made with the Swiss manufacturer, 
Materiel Industriel, of Lausanne, through 
the British Agents, the Matisa Equipment 
Company. This machine automatically 
removes and riddles deteriorated ballast 
from beneath and between the sleepers 
whilst moving along the track. The rate 
of progress when working varies with the 
depth of the ballast removed. 
Negotiations with the firm for the loan 
of the machine were begun some time 
ago by the former L.N.E.R., and pre- 
liminary trials, which have been carried 


All the automatic functions of the 
Matisa cleaner are electrically operated by 
separate enclosed motors powered by a 
100-120-h.p. diesel-driven generator. The 
main body of the machine is in the form 
of a trolley about 18 ft. long, mounted on 
two four-wheel bogies. Most of the 
mechanism is on this trolley, including 
the diesel generator, the vibrating screen, 
and the means of disposing of the screen- 
ings and the cleaned ballast. 

The excavating equipment is simple in 
design but very effective. It consists of 
an endless chain carrying scrapers, and 
this is guided in a triangular frame, the 
base of which passes below the sleepers 
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and, sloping upwards, meet in a turret on 
the main body of the machine, in which 
there is a sprocket gear to actuate the 
scraper generally. 

The vibrating screen which separates 
the waste from the good ballast is situated 
at the rear of the machine. This screen 
is tilted, and is vibrated rapidly autorati- 
cally. It is made of coarse large-ciuge 
wire, and is readily interchangeable sc that 
any desired gauge or mesh can be used 
depending on the size of ballast it is de- 
sired to reclaim. 

Two endless-belt-conveyor — swiveiling 
chutes are provided at the rear o! the 
machine, one of which ejects the waste 
screening into wagons or at the track side, 
and the other deposits and spreads the 
cleaned ballast back again to the track, 

The motion of the machine along the 
track when operating is achieved by a 
winch mounted on the auxiliary bogie at 


A general view of the ballast cleaning machine in use 


out on the London Midland Region, have 
been impressive. It seems evident that the 
use of this machine can save much toil 
and effect substantial economies in this 
class of work. It will be recalled that in 
1947 the L.N.E.R. introduced experi- 
mentally a Matisa automatic tamping 
machine, described in our issue of August 
22, 1947, and that this machine was loaned 
to the Southern Region for the recent 
work at Polhill Tunnel. 


PENYCHAIN STATION IMPROVEMENTS, 
WESTERN REGION.—To cater for an ex- 
pected increase in rail travel this summer: to 
the holiday camp at Penychain, North 
Wales, British Railways, Western Region, 
are to improve the passenger accommoda- 
tion at Penychain Station by widening the 
up platform and providing waiting room 
and lavatory accommodation. The scheme 
— includes the provision of a new loop 
ine. 


RE-OPENING OF BRIGHTON ELECTRIC RAIL- 
way.—The 2-ft. 84+in. gauge Brighton 
Electric Railway, the first electric 
railway in Great Britain, which runs 
along the sea front for 14 miles, 
from the Aquarium to Black Rock, 
was re-opened for regular traffic on 
May 15. The railway was laid out by the 


and parallel to them. This horizontal 
member of the guide frame is slung from 
a small auxiliary bogie attached to the 
main trolley. 

Two adjusting screws govern the ver- 
tical position of this member of the frame, 
and by means of them the digging depth 
can be controlled. The maximum digging 
depth possible with the machine is 36 in. 
below rail level. The sides of the triangu- 
lar guide frame are tilted towards the rear 


late Magnus Volk, and the first section, 
from the old Aquarium to the Chain Pier, 
was opened on August 3, 1883. It was ex- 
tended to Paston Place on April 4, 1884, 
and to Black Rock on February 21, 1901. 
The railway was taken over by the 
Brighton Corporation Transport Depart- 
ment on April 1, 1940, and was closed, as 
a wartime measure, on July 2 of that year. 


R.C.T.S. DINnNER—A_ very pleasant 
annual dinner was held by the Railway 
Correspondence & Travel Society at 
Pinoli’s Restaurant, London, on May 22, 
under the Chairmanship of Mr. George R. 
Grigs. This marked the 20th birthday of 
the Society in its present form. At the 
close of 1947, the membership stood at 
2,125, a figure never before attained, and 
there was a waiting list of over 150, as 


the front of the machine. The winding 
drum of this is attached to a steel hawser 
anchored some distance forward on the 
track. 

The machine is mobile under its own 
power for travelling from depot to the 
site of operation at a speed of about 20 
m.p.h. It is claimed by the maker that 
with a team of eight men, this machine 
can deal with about 130 lineal yards of 
track an hour. 


membership is restricted by the number of 
copies of The Railway Oberver it is pos- 
sible to print. The toast of British Rail- 
ways was proposed by Mr. H. N. Janes, 
and revlied to by Mr. D. S. M. Barrie, 
M.B.E., Assistant Advertising & Publicity 
Officer, London Midland Region. Mr. 
J. N. Maskelyne, President of the Stephen- 
son Locomotive Society, proposed the con- 
tinued success of the Railway Correspon- 
dence & Travel Society, to which the 
Chairman replied. 


ZONAL SCHEME ON SOUTHERN REGION. 
—Zonal collection and delivery services in 
an area based on a railhead at Redhill, 
with sub-railheads at Dorking North, 
Epsom, and Oxted, will be introduced on 
June 1. The places include Horley. 
Leatherhead, Edenbridge, and Lingfield. 
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Sir Cyril Hurcomb’s Tour of the Underground 


A STUDY of conditions during the rush 

hour on the London Underground 
was made by Sir Cyril Hurcomb, Chair- 
man of the British Transport Commission, 


Lord Ashfield, Lord Rusholme and Mr. 
John Benstead, Members of the B.T.C., 
who were accompanied by London Trans- 
port officers, on May 18. The itinerary 


Sir Cyril Hurcomb and Mr. Gordon Maxwell, Operating Manager 
(Railways), L.T.E., studying reports in an Underground carriage 


Watching the :ush-hour crowds outside Oxford Circus Station at 5.30 p.m. Left to right: 


~ Aan: ~ 
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followed included a visit to the Bank and 
to Liverpool Street, where the party 
watched interchanging between the Central 
Line and Inner Circle. The main objec- 
tive, however, was the West End, still the 
most congested area in spite of staggered 
hours, a full bus service, and a frequent 
service of trains running to schedule. The 
picture below, showing Sir Cyril Hur- 
comb watching the queues outside Oxford 
Circus Station at 5.30 p.m., illustrates the 
point. 

The aim of the visit was to see if there 
were any possibility of taking further 
measures to speed the traffic from a tech- 
nical point of view. The question is, we 
understand, now being closely studied by 
Mr. A. B. B. Valentine, Member of the 
London Transport Executive in charge of 
operation, Mr. Gordon Maxwell, Operat- 
ing Manager (Railways), L.T.E. (both seen 
in picture below), and other London 
Transport officers. Later closing of West 
End stores, to which managements have 
not so far agreed, is still under considera- 
tion as one method of spreading the load 
on the passenger services, as reported on 
page 642. 


EXTENSION FOR BUENOS AIRES UNDER- 
GROUND SYSTEM.—The Argentine Govern- 
ment, Reuters reports, has authorised the 
Ministry of the Interior to study and carry 
out the construction of new underground 
railway lines, and to extend existing lines 
in the city of Buenos Aires. The sum of 
ps. 100 million has been assigned for the 
undertaking. The Review of the River 
Plate suggests that the appropriation is 
only the “first instalment towards the 
total cost of the undertaking.” An exten- 
sion of existing lines would make the 
traffic even heavier, and extremely costly 
alterations and improvements to the 
stations in and near the centre then would 
become imperative. 


Mr. A. B. B. 
Valentine, Member of London Transport Executive in charge of all operation; Mr. A. L. Day, District 
Traffic Superintendent, Central Line ; Sir Cyril Hurcomb, Chairman of the British Transport Commission ; 
Lord Ashfield, Member of the B.T.C.; and Mr. Gordon Maxwell, Operating Manager (Railways), L.T.E. 
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L.M.R. Instructional Film for Firemen 


still” from the London Midland Region instructional film on locomotive 
controlled firing, to which reference was made in our May 14 issue 


A view of the driver from the film, which is being used in the education of footplate men, and Fu 
is being exhibited at locomotive depots this iss 
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RAILWAY 


PERSONAL 


Sir Frederick Bain, President of the 
Federation of British Industries, recently 
left by air for Canada. He has accepted 
invitations to speak at the annual general 
meeting dinner of the Canadian Manu- 
facturers’ Association, and to attend the 
official opening of the Canadian Inter- 
national Trade Fair at Toronto. Sir 
Frederick Bain visited Canada a year ago 
at the invitation of the Cana- 
dian Minister of Trade & Com- 
merce. As on that occasion, 

Sir Frederick is again accom- 

panied by Mr. Moir Mac- 
kenzie, Deputy Director- 

General of the F.BJI._ Sir 
Frederick Bain is afterwards 
visiting Washington and intends 
to return home in mid-June. 


Mr. T. J. Aldridge has been 
appointed Chief Continental 
Engineer, and Mr. C. F. D. 
Venning, Chief Signal Engi- 
neer, Of the Westinghouse 
Brake & Signal Co. Ltd. 

We regret to record the 
death on May 21, at the age of 
74, of Sir Murray Morrison, a 
pioneer of the production of 
aluminium in this country. He 
was a director of the British 
Aluminium Co. Ltd. from 1927 
to 1947, when he resigned from 
the board, having been in the 
company’s service for 52 years. 
He retired from the Managing 
Directorship in 1945, but re- 
tained the Deputy-Chairman- 
ship until 1947. 

Mr. E. H. Ball. Managing 
Director of the British Thom- 
son-Houston Co. Ltd., has been 
elected a Director of Associated 
Electrical Industries Limited. 

We regret to record the 
death on April 24 of Captain 
C. F. Wells, Port Accountant, 
Kenya & Uganda Railways & 
Harbours, aged 49. 


Mr. A. F. S. Lewis has been 
appointed Traction Superinten- 
dent, Entre Rios Railways and 
Argentine North Eastern 
Railway. 

Docks & INLAND WATERWAYS EXECUTIVE 

Arrangements have been made by the 
Docks & Inland Waterways Executive of 
the British Transport Commission to 
reduce the number of waterways divisions 
from five to four, exclusive of Scotland. 
The separate organisations inherited from 
the previous owners cease to exist, and 
within each division the administration is 
being unified under a Divisional Water- 
ways Officer, responsible to the Executive, 
as under: — 

North Eastern: Mr. H. B. Emley (head- 
quarters, Leeds). 

North Western: Mr. C. M. Marsh 
(headquarters, Northwich, later at Liver- 
pool). 

South Western: Mr. A. C. Lisle (head- 
quarters, Gloucester). 

South Eastern: Mr. C. Saywood (head- 
quarters, London). 

Further details are given elsewhere in 
this issue. 
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Mr. David Ritchie Lamb, M.I.Loco.E., 
M.I.R.S.E., M.Inst.T., who, as recorded in 
our last week’s issue, has been elected to 
succeed Mr. T. W. Royle as President of 
the Institute of Transport, on October 1 
next, is Editor of Modern Transport. Mr. 
Lamb has been an active supporter of the 
Institute of Transport since its earliest 
days; he was elected a Foundation Mem- 
ber in 1919, was awarded the Road Trans- 
port (Passenger) Gold Medal in 1925, and 


Mr. D. R. Lamb 


Elected President of the Institute of 
Transport for 1948-49 


was a Member of Council from 1934 to 
1937. He has contributed six papers to 
the Proceedings of the Institute, including 
the Silver Jubilee Commemorative Paper 
written at the invitation of the council, and 
was a member of the committee of the 
Metropolitan Section. Mr. Lamb was 
appointed as a junior in the General 
Manager’s Office, Great Central Railway, 
in 1903, and was selected three years later, 
after competitive examination under the 
company’s higher grade staff scheme, for 
a four years course of training in all 
departments of the railway. Returning to 
headquarters in 1913, he was engaged on 
special work and investigations for the 
General Manager, and two years later ob- 
tained his release for military service. 
After a period as an Equipment Officer in 
the Royal Flying Corps, he was trans- 
ferred to the Salonika front, where he 
served as a Railway Operating Officer, 
Royal Engineers. Returning to the rail- 
way in 1919, he accepted a position, in 
July of that year, as Associate Editor of 


NEWS SECTION 


Modern Transport, succeeding to the 
Editorship four years later and becoming 
a Director of the Modern Transport Pub- 
lishing Co. Ltd, in January, 1936. In Sep- 
tember, 1939, his services were lent to the 
Ministry of Food in the capacity of 
Deputy-Director of Transport, and there- 
after he was responsible, under the 
Director, for administration and repre- 
sented the Ministry on various inter- 
departmental committees. In 1946 he be- 
came Director of Transport, 
but he was released from the 
service a year later to resume 
his business and journalistic 
activities. Mr. Lamb attended 
Manchester University, and was 
one of the earliest railway stu- 
dents at the London School of 
Economics, where he was 
awarded the Brunel Medal. 
From 1912 to 1914 he lectured 
on railway subjects at Notting- 
ham University College and 
elsewhere, and during the 
recent war was a staff lecturer 
on transport at the Ministry of 
Food. He is the author of 
several textbooks on transport, 
and is a Member of the Insti- 
tution of Locomotive Engi- 
neers, the Institution of Rail- 
way Signal Engineers and the 
Institute of Journalists. 


Mr. W. S. Spicer has retired 
from the position of Local 
Director of Hadfields Limited 
at East Hecla Works, Sheffield. 

Mr. Ernest Gysel, Manager 
of the Locomotive Depart- 
ment, Swiss Locomotive & 
Machine Works, Winterthur, 
has retired, but his services will 
continue to be at the company’s 
disposal in an _ advisory 
capacity. Mr. Gaston Bor- 
geaud has been placed in charge 
of the technical management, 
and Mr. Antoine Mayer in 
charge of sales, of the Loco- 
motive Department, and both 
have been appointed Vice- 
Presidents. 


WESTERN REGION 
APPOINTMENTS 
The following appointments 
are announced in the Western 
Region, British Railways :— ; 
Mr. E P. Platt to be General Assistant 
to the Surveyor & Estate Agent, Pad- 
dington. 
Mr. R. F. Foley, Goods Agent, Brent- 
ford, to be Goods Agent, Smithfield. 
Mr. T. Bryant, Assistant Goods Agent, 
Bristol, to be Goods Agent, Brentford. 
Mr. J. Noel Phillipps, M.C., F.R.GS.. 
M.Inst.T., Operating Manager, Scotland, 
L.M.SR., until December 31, 1947, who 
retired on April 30, had intended to retire 
on December 31 last, but agreed to remain 
in the railway service for a few months 
during the transition period. He was 
educated at St. Paul’s School, and joined 
the L.N.W.R. as a probationer in 1905. 
After an extensive training at various 
stations and in the District Superinten- 
dent’s Office, Euston, he was, in 1913, 
appointed an Outdoor Assistant to the 
Superintendent of the Line. During the 
1914-18 war he was Officer Commanding 
the 43rd Railway Operating Company, 





Mr. J. N. Phillipps 


Operating Manager, Scotland, 
L.M.S.R., 1937-47 


Royal Engineers, and was awarded the 
Military Cross. On his return he was 
appointed Assistant to the District Super- 
intendent, Manchester, and subsequently 
received appointments as Assistant District 
Traffic Superintendent, Chester (1922); 
District Controller, Chester (1928); Divi- 
sional Controller (Passenger Services), 
Crewe (1930); and Assistant General 
Superintendent, Northern Division (1931). 
He was appointed Operating Manager, 
Scotland, in 1937. Mr. Phillipps’ family 
has had a connection with railways prac- 
tically since their inception. He himself 
is a nephew of the late Mr. William 
Douglas Phillipps, who was General 
Manager of the North Staffordshire Rail- 
way from 1882 to 1919, and who died in 
1932 at the age of 93. Mr. W. D. 
Phillipps’ brother, Michael  Phillipps, 
“blazed the trail” of the Crow’s Nest 
Pass over the Rocky Mountains over 
which the Canadian Pacific Railway now 
runs, and a town in Kootenay bears the 


Mr. W. J. A. Sykes 


Appointed Assistant Electrical Engineer, 
Southern Region, British Railways 
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Mr. F. W. Abraham 


Appointed Motive Power Superintendent, 
L.M. Region, British Railways 


name of Phillipps. A short history, “A 
Winter Trip on the Canadian Pacific Rail- 
way, Christmas and New Year in the 
Snow, 1885-6," was written by Michael 
Phillipps. 


Mr. F. W. Abraham, M.I.Loco.E., 
A.M.Inst.T., Assistant Superintendent of 
Motive Power, London Midland Region, 
British Railways, who, as recorded in our 
May 21 issue, has been appointed Motive 
Power Superintendent, was educated at 
Dover College, and joined the Great 
Western Railway in 1905, serving his 
pupilage at Swindon works until 1911, 
when he joined the Midland Railway and 
became an improver at Derby running 
shed. In July, 1912, Mr. Abraham was 
appointed Shed Foreman at Kettering, 
and, later in the same year, Acting District 
Locomotive Superintendent, Worcester. 
He was appointed in the same capacity in 
1913 to Derby and in 1914 to Plaistow. 
In the 1914-18 war he saw active service 


Mr. J. Powell 


Appointed Assistant to Commercial Superintendent, 
Western Region, British Railways 


Mr. F. R. Stockdill 


Appointed Accountant, Southern Region, 
British Railways 


with H.M. Forces from November, 1914, 
until July, 1919, serving first as a Captain 
in the Railway Transport Establishment 
in France, and later as a Major in com- 
mand of a field battery in the Royal Field 
Artillery. On demobilisation in 1919 Mr. 
Abraham returned to Plaistow as District 
Locomotive Superintendent, a position he 
held until 1929, when he was appointed 
Assistant to Superintendent of Motive 
Power, Manchester. He was appointed in 
the same capacity to Derby in 1933, and 
to Euston in March, 1934. He became 
Assistant Divisional Superintendent of 
Operation, Manchester, L.M.S.R. (Central 
Division), in October, 1934, and on 
January 1, 1940, was appointed Assistant 
Divisional Superintendent of Operation, 
Crewe (Western Division). He became 
Assistant Superintendent of Motive Power, 
L.M.S.R., on July 1, 1943. 

Mr. F, R. Stockdill, who, as recorded in 
our May 7 issue, has been appointed 


Mr. J. R. Hammond 


Appointed Personal Assistant to Chief Engineer, 
Western Region, British Railways 
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Southern Region, British 
Railways, entered the service of the 
LS.W.R. in 1921. After three years in 
the Locomotive Department he was trans- 
ferred to the Chief Accountant’s Office, 
after the formation of the Southern Rail- 
way. In December, 1940, Mr. Stockdill 
was seconded to the Transportation 
Accounts branch of the Ministry of Supply. 
He was released from his duties with the 
Ministry in April, 1943, and in November 
of the same year was appointed Special 
Assistant to the Chief Accountant, South- 
ern Railway, of which company he was 
made Assistant Accountant in April, 1946. 


Mr. W. J. A. Sykes, A.M.I.Mech.E., 
who, as recorded in our February 20 
issue, has been appointed Assistant Elec- 
trical Engineer, Southern Region, British 
Railways, was educated at Westminster 
School and King’s College, London. After 
serving apprenticeships with J. Stone & Co. 
Ltd., the Westinghouse Brake & Signal 
Co. Ltd,. and the London Underground 
Railways, he joined the Southern Railway 
in 1930 as a draughtsman in the Electrical 
Engineer’s (New Works) Department. In 
1935 he became a Technical Assistant to 
the then Rolling Stock Assistant, and 
gained experience in the design and testing 
of electric rolling stock for the extensions 
of electrification carried out by the 
Southern Railway between 1935 and 1939. 
On the outbreak of war he became Assis- 
tant to the Central Divisional Rolling 
Stock Engineer, but he was recalled to the 
head office in 1941 in connection with 
design work on electric locomotives. In 
1943 he was appointed Rolling Stock 
Assistant to the Ohief Electrical Engineer, 
which position he held at the time of 
taking up his new appointment. 


Accountant, 


Mr. J. Powell, who, as recorded in our 
April 23 issue, has been appointed Assis- 
tant to Commercial Superintendent, 
Western Region, British Railways, at Pad- 
dington, entered the service of the Great 
Western Railway at Cardiff Goods Station 
in 1920. After serving in the Plymouth 
and Exeter Districts he was appointed 
Junior Assistant to the London District 
Goods Manager in 1935. Two years later 
Mr. Powell became Chief Clerk to’ the 
London District Goods Manager, and in 
1943 Acting Goods Agent at Smithfield 
Station. Later in the same year he was 
appointed’ Assistant District Goods 
Manager, Swansea, and in 1946 returned 
to Paddington as Assistant District Goods 
Manager, London. 


Mx. J. R. Hammond, M.B.E., B.Sc., 
A.M. LCE, who, as recorded in our April 
23 issue, has ‘been appointed Personal 
Assistant to the Chief Engineer, Western 
Region, British Railways, was a pupil of 
a former Chief Engineer from October, 
1934, entering the railway service as sur- 
veyor and draughtsman in October, 1937. 
After employment on several new works 
schemes, and a period on loan to the 
Ministry of Aircraft Production, he re- 
tumed to the Chief Engineer’s Office in 
February, 1941. He was Resident Engi- 
Neer on several works carried out as war 
measures until joining H.M. Forces in 
October, 1942. He attained the rank of 
Major, and was awarded the M.B.E. 
(Military Division) and mentioned in 
despatches while serving in Italy. Mr. 
Hammond returned to the railway service 
in February, 1946, as Assistant in the 
Divisional Engineer's Office, Bristol. He 
went to Neath as Assistant Divisional 
Engineer in June, 1947, the post he now 
vacates on promotion to Paddington. 
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INSTITUTION OF LOCOMOTIVE ENGINEERS 

The Council of the Institution of Loco- 
motive Engineers for the session 1948-49 
(commencing June 1) is as follows :— 

President: Lt.-Col. H. Rudgard. 

Past-Presidents: Messrs, W. A. Agnew, 
J. R. Bazin, O. V. S. Bulleid, Lt.-Col. 
F. R. Collins, Mr. W. S. Graff-Baker, Sir 
William A. Stanier, Messrs. J. S. Tritton, 
F. Seymour Whalley, R. H. Whitelegg, 
Major Charles Williams. 

Vice-Presidents: Messrs. R. C. Bond, 
K. J. Cook, A. H. Peppercorn, J. F. B. 
Vidal, W. L. Watson, W. Cyril Williams. 

Members of Council: Messrs. J. 
Alcock, A. Campbell, C. M. Cock, E. S. 
Cox, E. Graham, J. F. Harrison, Ranald 
J. Harvey, M. S. Hatchell, H. Holcroft, 
W. G. Hornett, L. J. Le Clair, J. H. P. 
Lloyd, W. F. McDermid, H. W. H. 
Richards, E. A. Robinson, R. A. Smeddle, 
C. E, Spurgeon. 


Mr. P. R. Boulton has retired from the 
post of Electrical Engineer (Distribution), 
Department of the Chief Engineer, Lon- 
don Transport Executive. He was formerly 
Chief Electrical Engineer, Metropolitan 
Railway, a position he held when the 
L.P.T.B. was formed in 1933, after which 
his tithe became Electrical Engineer 
(Neasden). In 1937 he became Electrical 
Engineer (New Works), and in 1939 Elec- 
trical Engineer (Distribution). 


We regret to record the death on May 
20, at the age of 63, of Mr. Rupert Richard 
Bury, who was for 25 years Manager of 
the Bombay Office of J. Stone & Co. Ltd., 
and who for several years also represented 
the Superheater Co. Ltd. in India. 

The council of “the It Institute of Trans- 
port has approved the constitution of the 
members in Berkshire, Buckinghamshire 
and Oxfordshire as a local section, of 
which Mr. W. J. Evans (General Manager, 
Reading Corporation Transport) is the 
first Chairman. It has also approved 
the reconstitution of the Hull & District 
and Sheffield & District Centres of the 
Yorkshire Section as the Humberside and 
Sheffield & District Sections, respectively. 
Mr. H. R. Caulfield-Giles is the first 
Chairman of the Sheffield & District Sec- 
tion, and Mr. H. Hodson of the Humber- 
side Section. Mr. F. A. Pove (Chairman, 
Northern Ireland Road Transport Board) 
has been elected Chairman of the 
Northern Ireland Section of the Institute 
for the 1948-49 session. 


PRESENTATIONS TO Mr. L. C. GLENISTER 
AND Mr. W. J. SAWKINS 

At a recent meeting of the Railway 
Executive Accountants’ Committee _presen- 
tations were made to Mr. L. C. Glenister 
and Mr. W. J. Sawkins, who, as already 
recorded, have retired from the positions 
of Chief Accountant of the London & 
North Eastern Railway and Southern 
Region __ respectively. In making the 
pieseniaticns, which for Mr. Glenister 
took the form of a pair of binoculars and 
for Mr. Sawkins a telescope, the Chair- 
man of the Accountants’ Committee, Mr. 
C. R. Dashwood, referred to the valuable 
assistance which their former colleagues 
had given towards the solving of the 
many problems with which __ the 
Accountants had had to wrestle during the 
last nine years; and, in wishing them on 
behalf of past and present members and 
representatives of the Accountants’ Com- 
mittee a long and happy retirement. 
suggested that their individual choice of 
gift indicated their desire to continue to 
take a “long view.” ‘Tributes were also 
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paid by Messrs. G. Morton (Chiet 
Financial Officer, Railway Executive), 
P. G. James (Chief Accountant, London 
Transport Executive), R. G. ‘Davidson 
(former Chief Accountant, Southern Rail- 
way), T. J. Lynch (Secretary, Railway 
Clearing House), and A. G. Pollard (Secre- 
tary, Accountants’ Committee). 








Protection of Engineers’ 
Interests 


In a memorandum addressed to all 
chartered civil, mechanical and electrical 
engineers, the Engineers’ Guild, which is 
seeking registration under the Companies 
Acts, states that many engineers feel the 
need for an organisation powerful enough, 
and properly equipped, to protect their 
professional interests; that the status of the 
profession is unsatisfactory now; and 
that, if there is to be a remedy, it is for 
engineers themselves to provide the wide 
and united support required for effective 
action. 

The Engineers’ Guild, which in Febru- 
ary and March last sent copies of the 
memorandum to 9,000 members of the 
Institutions of Civil, of Mechanical and of 
Electrical Engineers, and plans to send 
during the next two months copies to a 
further 26,000 members, claims that it is 
the only professional association able to 
undertake the task. The memorandum 
states that the great engineering institu- 
tions fully recognise the need, but that 
such a task is beyond the scope of their 
charters; their concern is primarily with 
engineering, but the Guild’s is with the 
interests of engineers and their relation- 
ship to the community. 

The Guild aims to give immediate atten- 
tion to the following — — 

(1) Representation of the engineering pro- 
fession at the highest levels of planning, con- 
trol and direction. 

(2) Acceptance of engineers as eligible can- 
didates for the most responsible administra- 
tive posts. 

(3) Protection of the public from unquali- 
fied a and reservation of work for 
those qualified to do it. 

(4) Recognition and adequate remuneration 
of the services of engineers at all levels. 

The General Council of the Engineers’ 
Guild for 1947-48 is composed as fol- 
lows:— 

Messrs. Robert Chalmers, O. a. . 
M.I.C.E., M.I.Mech.E. (Chairman) ; 

Anderson, B.Sc.(Eng.), A.M.I.C.E 
Bentley, B.Sc.(Eng.), AMLEE.: 


Institution of Mechanical Engineers) ; 

Champion, A.C.G.I., B.Sc.(Eng.), MACE. 
: big Donkin, B.A. > ); 
S. Graff-Baker, A.C.G.I., B.Sc., 

E.; E. W. Greensmith, ACG. 
A.M.I.Mech.E. (Associate Member of 
neil, Institution of Mechanical Engineers) ; 
B. Harley- ?.% AC.G.1., M.LC.E., 
Mech.E.; D. Hoseason, M.I.Mech.E.. 
E.E. (Wine President, Institution of Elec- 
G. Howard Humphreys, 


Bis 


a 
Ae 
trical Engineers) ; 
.A., M.LC.E. (Member of Council, Institu- 
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ion of Civil Engineers); Forbes "Jackson, 
M.I.E.E.: J. W. Moffat, A.M.I.E.E.; Cecil 
Peel, B.Sc., M.I.C.E.; A. S. Quartermaine, 
C.BE.. MC., B.Sc.(Eng.), M.L.C.E. (Mem- 
ber of Council, Institution of Civil Engi- 
neers); J. Rawlinson, M.Eng., M.I.C.E., 
M.I.Mech.E.; S. A. Smith, A.M.1.Mech.E. : 
J. W. J. Townley, C.B.E., M.1LE.E.; J. H. 
W. Turner, B.Sc., B.Sc.(Econ.), A.M.I.C.E. ; 
Leslie Turner, B.Sc., M.I.C.E.; R. M. Wynne- 
Edwards, O.B.E. DS.O.. MC., MA., 
M.L.C.E. HAE: ; j 

The address of the Guild is 28, Victoria 
Street, London, S.W.1. 
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Northern Ireland 


Constitution of an authority with powers to provide internal 


shipping 
Bill for 


transport and 


The 
Northern Ireland was issued on May 15, 


text of the Transport 
as reported briefly in our May 21 issue. 
It contains the Government's proposals for 
the provision of an “efficient” and 

‘ properly integrated”’ system in Ulster. 
and the main feature is the setting up of a 
Transport Authority—a £10, 000,000 public 
utility undertaking—with powers to raise 
money by the issue of Ulster Transport 
stock and other means. The existing Road 
Transport Board is to be dissolved, and 
the Belfast & County Down Railway is to 
be transferred to the authority and even 
tually wound up (see our January 23 issue). 

The authority will have powers to termi 
nate a transport service on any railway 
line, but if such a proposal is objected to, 
the railway undertaking must obtain an 
order from a new Transport Tribunal 
approving the proposal before proceeding 
to terminate the service. 

The authority will consist of five to ten 
paid members appointed by the Minister 
of Commerce. It will be a corporate body 
and will have power to appoint a secre- 
tary and other officers and servants as 
may be necessary. All the money bor- 
rowed will be repayable within a period 
not exceeding 80 years, and interest on 
stock will be fixed by the authority with 
the approval of the Ministries of Finance 
and Commerce. The Ministry of Finance 
will act as guarantor. 


POWERS TO PROVIDE 


It will be the general duty of the 
authority to provide an_ efficient and 
economical transport system, meeting costs 
out of revenue and presenting a report to 
Parliament each year. The authority is to 
have power to carry goods and passengers 
by rail, road, and inland waterway within 
Northern Irel and. For the purpose of 
providing services outside Northern Ireland 
in connection with its internal services, it 
is to have power to provide shipping ser- 

vices to and from Ulster. The Bill enables 
the authority to enter into agreements 
with carriers of passengers or goods inside 
Or. outside Northern Ireland whether in 
relation to traffic originating in Northern 
Ireland or not. 

The authority is 


SHIPPING SERVICES 


being empowered to 
conduct hotel and refreshment. services 
carried on by any transport undertaking 
that is acquired by, transferred to. or 
vested in it. It is to carry on the activities 
previously conducted by the Transport 
Board, or railway undertakings that come 
within its jurisdiction. Provision is made 
also for the right to buy or lease land. 
When agreement cannot be reached. the 
authority will have power to acquire land 
compulsorily by way of vesting orders 
that may on application be made by the 
Ministry of Commerce. 

On an appointed day the undertakings 
of the Road Transport Board and the 
Belfast & County Down Railway Company 
will be transferred to the authority. The 
board will be dissolved and provision is 
made for the eventual winding up of the 
railway company. In the case of the 
railway, compensation will amount to 
£485,989 9s. Sd.. and the liabilities of the 
board to the Ministry of Finance in 
respect of Transport stock and loans will 
be discharged by the payment by the 
authority of £3,025,000. 


The authority may, by arrangement, 


acquire and/or operate on such terms as 
agreed any rail or other under- 


may be 


services in 


connection therewith 
taking wholly or partly operated in 
Northern Ireland, or providing transport 
facilities outside Northern Ireland in con- 
nection with transport facilities within 
Northern Ireland. Any arrangement for 
this purpose is subject to the approval of 
the Ministry of Commerce and cannot 
become effective until it has been con- 
firmed by a resolution of each House of 
Parliament. 
Restrictions imposed 
Road & Railway Act (Northern Ireland) 
regarding the use of motor vehicles to 
carry for reward passengers, luggage, or 
merchandise are to be continued. Exemp- 
tions from these restrictions include the 
Londonderry & Lough Swilly Railway; 
hotel proprietors using motor vehicles for 
the transport of guests or luggage from or 
to railway or bus stations or aerodromes: 
furniture removers and funeral furnishers: 
hackney carriages: and carriers collecting 
or delivering within Belfast and London- 
derry County Boroughs. 
Provision is made also for 
to take any steps for the 
advancing the skill of 
efficiency of equipment: and to assist with 
facilities for training, education, and 
research. It will have power to provide 
financial or other assistance for associa- 
tions, bodies, funds, or schemes contribut- 
ing to the health or welfare of employees. 
former employees, and dependants of such 
employees. The power to appoint trans- 
port police also is given to the authority. 
It is expected that Major F. A. Pope. 
Chairman of the Road Transport Board 
and Transport Adviser to the Minister of 
Commerce, will be Chairman of the new 
authority. Probably the biggest problem 
to be faced will be that of bringing the 
Great Northern Railway within the frame- 
work of the new system. Straddling the 
Ulster-Eire border, and with its head- 
quarters in Dublin, the company is in a 
peculiar position. 


under the 1935 


the authority 
purpose of 
employees or the 


B. & C.D. ACQUISITION 


First reactions to the 
will not have an 
Parliament. — Sir 
former Minister of Commerce, said that 
from a cursory glance at the Bill, he 
formed the opinion that the shareholders 
of the County Down Railway were being 
treated harshly. The Bill was making 
provision for the new authority to cut off 
the less-paying parts of the line. The 
Government was taking advantage of its 
position as law makers. It was hard luck 
on the shareholders of the railway that 
they should not have been allowed to 
make best use of their assets. They 
had wanted to shut down the non-paying 
parts of their system, but the Govern- 
ment would not allow them, and conse- 
quently they were squeezed to such an 
extent as to be forced to sell at a bank- 
rupt price. Sir Milne Barbour, who em- 
phasised that he was not a shareholder. 
said that power was being denied to the 
railway that was being made available to 
the new authority. The rates of com- 
pensation to B. & C.D. stockholders are 
given in a schedule to the Bill, and were 
reported, also, in our January 23 issue. 

Steps have been taken to reopen the 
issue concerning the proposed sale of the 
railway. Mr. Maurice L. M’Cracken. 
Honorary Secretary of the Shareholders’ 
Protection Association, said that the asso- 
ciation had obtained a requisition signed 


TERMS CRITICISED 
Bill show that it 
passage through 


Barbour, M.P.. 


easy 


Milne 
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overwhelming majority of the 
stockholders for the purpose of calling an 
extraordinary general meeting to consider 


by an 


the matter. 
directors had been informed of the 
holders’ request. 

One departure from the White Paper of 
January, 1946, is in regard to shipping 
services to and from Ulster which the 
authority will have power to provide. The 


Both the Government anc the 
stock- 


position with regard to the former 
L.M.S.R. services is not made clear and it 
is not known whether the Ulster Govern- 
ment thinks that it ought to have the 
ships, while the Transport Commission in 


Great Britain would prefer to retain them; 


or whether the Government wish to take 
over only the L.M.S.R. (N.C.C.) railway 
system, while the commission wishes it to 


take both. —_ 

Preliminary talks in the negotiations for 
the acquisition of the railway system of 
the N.C.C. took place in January, when 
Sir Roland Nugent, the Minister of Com 
merce, saw Sir Cyril Hurcomb in London, 
Broad principles governing the transport 
undertaking were considered, and when 
these have been established technical talks 
will follow. A statement outlining the 
present position of the Northern Counties 
Committee «was reproduced in our 
January 16 issue, page 88. 


New Scandinavia-Switzerland 
Service 


In our January 23 issue we reported the 
forthcoming introduction of the ~ Scan- 
dinavia—Switzerland Express,” represent- 
ing the operation of the former Stockholm 
—Basle section of the * Nord Express ” as 
a separate train. This service came into 
operation with the introduction of the 
summer timetables on May 9. 

The first through connection between 
Scandinavia and Switzerland after the 
recent war was begun on October 7, 1946, 


when a first and second class through 
coach, Copenhagen—Basle, and a sleeping 
car, Stockholm—Basle, were attached to 


the “Nord Express,’ then running three 
times a week between Copenhagen, Ham- 
burg, Osnabriick, Cologne, and Paris, The 
two vehicles to and from Basle ran via 
Cologne and Strasbourg. At the request 
of the Swiss Federal Railways, they were 
diverted to the Cologne—Karlsruhe line 
as from May, 1947, when they began to 
operate daily. The ‘Nord Express 
itself had been running daily from an 
earlier date. At the same time, third 
class accommodation was provided in the 
Stockholm—Basle coach 
Eventually, one through carriage (in 
addition to the sleeping car) proved in- 
sufficient to satisfy the demand for accom- 
modation. Moreover, lack of space on the 
Korsor—Nyborg and Malm6- Copenhagen 
ferries used for the * Nord Express ™ and its 
Swedish extension made it impossible to add 
further carriages to: the Swiss portion. At 
the last International Timetable Conference 
it was decided to run the Swiss portion ot 
the “ Nord Express ” as a separate train, 
thus enabling the number of vehicles to be 
adapted to fluctuations in traffic. More- 
over, the train has been extended from 
Basle to Zurich, and to Lucerne from 
June 15 to September 10. 
The through coaches consist of a sleeping 
car, Stockholm—Basle—Zurich; a sleeping 
car, Copenhagen—Basle (extended 0 
Lucerne between June 15 to September 10), 
a first and second class carriage, Copenhagen 
—Basle—Zurich; and a third class carriage. 
Copenhagen—Basle—Zurich (Copenhagen 
—Basle—Lucerne from June 15 to Septem- 
ber 10). Dining cars are attached to the 
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train between Nyborg and Hamburg; and 
Frankfort and Basle. 

The train leaves Oslo and Stockholm at 
8.18 p.m. and 9.20 p.m. respectively, and 
the departure of both sections combined 


from Copenhagen is on the following 
morning at 10.45. Hamburg is left at 10.29 
pm., and the arrival times at Basle, 
Zurich, and Lucerne are 6.13 p.m., 9.1 
p.m., and 8.30 p.m. respectively. Depar- 
tures from Lucerne and Zurich are at 9.39 
am. and 10.5 a.m. respectively, and the 
combined sections leave Basle (Swiss 
Federal Railways Station) at 11.40 a.m. 
Arrivals at Hamburg, Copenhagen, Stock- 
holm, and Oslo are timed for 7.50 a.m.. 
— p.m., 8.40 a.m., and 9.15 a.m. respec- 
uvely. 


Further Conference for 
Locomotive Shed Masters 


Jetails of an Eastern Region locomotive 
shed masters’ conference, which probably 
was the first meeting of its type ever to be 
held, were recorded in our April 23 issue. 
A second conference, this time attended by 
the majority of locomotive shed masters 
from the Western Section of British Rail- 
ways, Eastern Region, was held at St. 
Ronans staff training centre, Hadley Wood. 
from May 11 to 13 and again has proved 
highly successful. 

Mr. G. A. Musgrave. Locomotive Run 
ning Superintendent, Western Section, 
Eastern Region, opened the conference 
and the closing session was attended by 
Mr. C. K. Bird. Chief Regional Officer. 
Eastern Region, and Mr. H. Rudgard, 
Chief Officer (Motive Power), Railway 
Executive. Mr. Bird snoke of the new 
organisation under nationalisation, and 
personal comment and discussion on the 
papers were given by Mr. Rudgard. The 
need for close collaboration between the 
operating and locomotive running super- 
intendent’s departments was emphasised in 
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an address by Mr. H. C. Johnson, Operat 
ing Superintendent, Western Section. 

Papers read before the conference were 
as follow: 


““Turnround of Engines,” by Mr. R. Robson, 
A.M.1.Loco.E., Senior Technical Assistant to Locomotive 
Running Superintendent, Eastern Region, Western 
Section. 

** Provision of Power,"’ by Mr. J. Jenkins, Chief Loco- 
motive Inspector to Locomotive Running Superinten- 
dent, Eastern Region, Western Section. 

** The Staff Angle,’’ by Mr. H. Stopford, Staff Assistant 
to Locomotive Running Superintendents, Eastern Region 
(Eastern and Western Sections). 

*“* Locomotive Shed Management,"’ by Mr. J. L. Smith, 
Locomotive Shed Master, Grantham. 

“Trimming and Lubrication of Locomotives,’’ by 
Mr. A. G. Dixon, Head Office Locomotive Inspector. 

“The Care and Attention of Locomotive Boilers,”’ 
by Mr. B. Adkinson, District Locomotive Superinten- 
dent, Eastern Region, Western Section. 

“Notes on a Shed Servicing Scheme,"’ 
Robson, A.M.1.Loco.E. 

** Engine Casualties and Failures,’’ by Mr. J. W. Peck, 
A.M.|.Loco.E., Technical Assistant to the Locomotive 
Running Superintendent, Eastern Region, Western 
Section. 


by Mr. R 


British Railways Experimental 


Liveries 
During the summer fourteen trains in 
experimental colour schemes will run on 


main-line and cross-counry routes to give 
the public an opportunity of seeing the 


proposed liveries and expressing prefer- 
ences. The official descriptions of the 


colours chosen for trial are: 

Blue, with lining of red, 
cream and grey 

Green, with lining of red, 
cream, and grey 

Black, with lining of cream, 
red, and grey 


Most powerful express 
passenger engines 

Other express passenger 
engines 

Mixed-traffic engines 


Freight engines Black 

Main-line corridor trains (a) Plum and spilt milk lined 
with bands of yellow- 
maroon-yellow separated 


by lines of spilt milk 
(b) Chocolate and cream lined 


with black and golden 
yellow 
Local suburban trains... Maroon, lined with golden 


yellow-black-golden yellow 


Multiple-unit electric Green 


trains 
The routes on which the trains will run 
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are: Kings Cross to Edinburgh; Liverpool 
Street to Yarmouth and Norwich; Euston 
to Glasgow and Wolverhampton; St. Pan- 
cras to Bradford; Paddington to Penzance, 
Bristol, and Swansea; Bournemouth West 
to Waterloo; Victoria and Cannon Street 
to Ramsgate; Leeds to Glasgow (via New- 
castle); Liverpool Exchange to Newcastle; 
Glasgow to Aberdeen. Members of the 
public are invited to send their comments 


on the liveries to Box A, the Railway 
Executive. 222, Marylebone Road, Lon- 
don, N.W.1. 


Parliamentary Notes 


Railway Clearing System Superannuation 
Fund Bill 

The Railway Clearing System Super 

annuation Fund Bill was read a second 


time in the House of Lords on May 12. 


. . . 
Questions in Parliament 
Steel Allocation 

Mr. E. A. Hardy (Salford South—Lab.) 
on May 13 asked the Secretary to the 
Treasury whether, as steel production was 
now running at an annual rate of 15 mil- 
lion tons, allocations of steel to consumers 
were to remain on the basis of the target 
of 14 million tons. 

Mr. Douglas Jay (Economic Secretary 
to the Treasury): No, Sir; the main allo- 
cations are on a quarterly basis, and take 
full account of the expected supplies from 
home production and imports. The target 
of 14 million ingot tons for home produc- 
tion in 1948 was thought to be barely 
attainable, when fixed, but thanks to the 
strenuous and successful efforts of all 
concerned, the target rate has in recent 
weeks been exceeded. Owing to seasonal 
factors it is unlikely that the present rate 
can be maintained without interruption. 
There will be difficulties about raw 
materials, and there may be other limiting 
factors outside the control of the industry 


The Second Eastern Region Locomotive Shed Masters’ Conference 
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Back row (left to right) : 
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itself. The Government intends to con- 
tinue helping the industry in every way 
to maintain the present momentum; and 
in view of the promising start, and the 
imperative need for increasing supplies, 
the Government has decided to raise the 
target for home production in 1948 to 143 
million tons. The current allocations are 
already being made with this increase in 
mind, but also with due regard to the 
uncertainties about imports. I must make 
it clear however that in view of the 
increasing demands from essential consum- 
ing industries, there is as yet no prospect 
of any great easement of the general 
shortage. 


Steel for Rolling Stock 

Sir Patrick Hannon (Birmingham, Mose- 
ley—C.) on May 13 asked the Minister of 
Supply if he would inform the House on 
the latest arrangement made for the allo 
cation of steel to builders of rolling stock: 
and if increased supplies could be made 
available for contracts in process in the 
building of power stations. 

Mr. John Freeman (Joint Parliamentary 
Secretary, Ministry of Supply) in a written 
answer stated: There has been no change 
in the method of allocating steel to 
builders of rolling stock, The quarterly 
allocations are based on the manufac- 
turers’ ¢stimates, checked against the 
Ministry’s knowledge of their production 
programmes, The amount of building steel 
for power stations has been increased. 
Transport of Nigerian Groundnuts 

Lord Hailey in the House of Lords on 
May 12 asked His Majesty’s Government 
whether, in view of the very large amount 
of groundnuts still awaiting transport in 
Nigeria, it had taken steps to furnish 
additional engines and wagons for the 
Nigerian railways. 

The Earl of Listowel (Minister of State 
for Colonial Affairs): His Majesty's 
Government is extremely anxious to facili 
tate the removal of existing stocks of 
groundnuts in Nigeria, and an improve- 
ment in the delivery dates of certain orders 
has been secured. I am glad to be able 
to inform Lord Hailey that twenty loco 
motives are being shipped from. this 
country during this week, and that seventy 
wagons are scheduled for delivery during 
the course of the current year. Other 
locomotives and wagons are on order, and 
everything possible is being done to 
expedite the execution of the orders. 

Lord Hailey said that when he had left 
Nigeria about a month ago, there were 
estimated to be as much as 250,000 tons 
of groundnuts awaiting removal, and it 
was calculated that at the existing rate of 
removal it would take nearly a year, or 
perhaps eighteen months, to get them 
down to the port. 

Viscount Swinton asked what proportion 
of the 300,000 tons crop of groundnuts 
had not been shifted, and whether he esti- 
mated that the whole of the existing over- 
hang would have been shifted before the 
new crop had to be dealt with in the late 
autumn of this year. 

Lord Llewellin: Are we to understand 
that these twenty locomotives are the first 
to be shipped to Nigeria after all this 
time? Has nothing yet reached there? 

The Earl of Listowel: No; that is not 
the case. This is an instalment which is 
being sent out as a result of a special 
inquiry which was made at the end of last 
year during the visit to the Colony of 
Major-General Feilden, Vice-Quarter- 
master-General, who was asked to inquire 
into the problem of the accumulation of 
groundnuts. Lord Swinton asked two 
questions to which I am afraid that I can- 
not reply, since 1 was not given notice and 
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they were not covered by the original 
auestion put down. 

Viscount Swinton: Is it not a fact that 
the Nigerian Government, even before the 
end of the war, had warned His Majesty's 
Government of the urgent need for 
reptenishing the rolling stock, wagons and 
engines on that railway if this great 
groundnut crop was to be shifted, and 
were not all the plans and needs before 
His Majesty’s Government right back in 
1945? 

The Earl of Listowel: I will gladly 
reply to Viscount Swinton, giving him the 
details for which he has asked, as soon as 
I have been able to refer the matter to my 
advisers. 


Eastern Region Hygienic 
Booking Office Window 


A hygienic booking office window based 
on the Hygiaphone developed by the 
French National Railways, which was de- 
scribed and illustrated in our February 27 
issue, has been installed by the Eastern 
Region at Liverpool Street Station. The 
installation is experimental and forms part 
of the continuous joint research into pro- 
tection of booking office staff by Mr. 
C. G. G. Dandridge, Commercial Super- 
intendent of the Eastern Region, and the 
Medical Officer. Dr. J. Sharp Grant. Tests 
will include bacteriological examination. 

The Eastern Region apparatus differs 
from the French window previously illus- 
trated in that it is rectangular instead of 
oval in shape and has a central oval area 
in which the plastic protecting plates have 
not been perforated to admit sound, thus 
improving visibility. As in the French 
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Lord Harlech: In view of this appalling 
position—only seventy wagons to go out 
now, when we want hundreds—would it 
be possible to reorganise the river services 
and use the,short haul from Kano to Baro 
down the Niger, so that ships may be 
available to shift this vast quantity of oil 
seeds? If the nuts are not shifted, wil! it 
not have a most discouraging effect on 
native production for many years to 
come? 

The Earl of Listowel: I can assure Lord 

Harlech that we have carefully examined 
the possibility of river transport, but the 
result of this examination has _ not 
encouraged us to adopt the view that the 
method is —— 


installation, the membrane between the 
plastic plates is made of taut Cellophane 
which scarcely impedes the passage of 


sound at all. Breath, smoke, fumes, and 
draught, however, are completely excluded 





COACHES RESTORED TO 
TRAFFIC.—The coaches which formed the 
pre-war “ Silver Jubilee,” “ Coronatior 
and “ West Riding Limited ” streamline ex- 
presses of the L. N.E.R. will appear again 
on May 31, when the British Railways 
summer train services come into operation. 
Still in their distinctive liveries, they will 
form part of main-line trains on the Kings 
Cross-Newcastle, Edinburgh-Glasgow, 
Newcastle-Edinburgh, Kings Cross-Edin- 
burgh, Edinburgh- Aberdeen, Sunderland- 
Kings Cross, Manchester-Cleethorpes. and 
York-Yarmouth routes. The beaver-tail 
observation cars of the * Coronation” are 
not being used, neither are two twin-coach 
units damaged by fire in the war. 


STREAMLINE 


Germ-Resistant Booking Office Window 





The new ranaparent plestic ond Cellophane window installed at the west 
side suburban booking office, Liverpool Street Station, for the protection 
of staff against infection 
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ABSTRACTS OF RECENT PATENTS* 


No. 576,206. Sealing Ring 
Dunlop Rubber Co. Ltd., and H. J. 
Butler, of 1, Albany Street, London, 
N.W.1. (Application date: April 27, 1944). 
A sealing ring for rotating shafts is made 
of an angular backing ring 1, carrying an 
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oil-resisting rubber packing ring 2, of 
hollow form and of the shape shown. The 
radius at the edge 3 is less than the radius 
nearer the backing ring, and the angle of 
the cross-section at this edge is made 
appreciably less than a right angle, thus 
giving a very flexible sealing of the shaft. 


No. 576,243. Fuel Supply to Turbines 

L. Haworth, of Grove Mansions, Burton 
Road, Derby. (Application date: June 24, 
1943). 

A control drive for supplying fuel to an 
internal-combustion turbine comprises a 
driven shaft 1, carrying a gear whee! 2, 
meshing with a similar wheel 3, on a 
hollow shaft 4, to form a gear pump for 
the fuel supply. A spring-loaded valve 5, 
normally prevents communication between 
chamber 6, connected to the delivery pipe. 
and chamber 7, connected to the inlet. 
The stem of this valve carries a piston 8. 





moving in a cylinder 9, to which pressure 
is applied from the delivery side, and from 
which it escapes through an adjustable 
spring-loaded main control valve to the 
inlet pipe. 

When running, the pressure on the 
delivery side tends to open the relief valve 
5 and escape, but this is opposed by a 
pressure on the piston 8, dependent on the 
extent of opening of the main control 
valve. The actual delivery pressure thus is 
dependent on the setting of the control 
valve, and the pump does not have to work 
continuously against a high pressure. The 
balls 10, together with the cones 11, 12, 
constitute a centrifugal governor for limit- 
ing the maximum speed of the turbine by 
drawing the shaft 13 towards the right 
and, at the limiting speed, relieving the 
pressure in the cylinder 9 through ports 
14, 15, and a communicating duct. 


No. 577,252. Shock-Absorbing Wagon 

George Spencer, Moulton & Co., Ltd., 
and R. K. Glascodine, both of 13, 14, 
Ashley Place, London, SW... (Applica- 
tion date: April 21, 1944). 

The body of a wagon is mounted on 
rollers running in longitudinal channel 
girders built into the frame so as to be 
capable of lengthwise movement indepen- 
dently of the frame. At each corner of 
the body, a downwardly projecting lug 
extends between “rubber cushioning blocks 
carried by the frame so as to absorb the 
shocks of buffing, etc. The body nor- 
mally is located centrally by means of two 
opposed helical springs secured in a cen- 
tral position between it and the frame. 


No. 580,660. Bearing Liners 

The Glacier Metal Co. Ltd., and J. 
Bate, both of 368, Ealing Road, Alperton. 
(Application date: July 17, 1944). 

A bearing liner is made of a steel back- 
ing strip on which a layer of pre-alloyed 
powder, containing 70 per cent. copper and 
30 per cent. lead, is sintered. The re- 
sultant strip is rolled, to increase its den- 
sity, and then passed beneath an oe 
roller having 1,600 projections per sq. 
each of approximately :025 in. dia The 
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with lead. The lead in the bearing surface 
gives it reduced frictional properties and 
makes it suitable for use with soft shafts, 
whilst the sintered bearing metal gives it 
high fatigue resistance. 


No. 576,000. Roller Bearings 


R. F. Stallman, of 842, Mandana 
Begulevard, Oakland, California, U.S.A. 
(Application date: November 3, 1943). 

The rollers of needle roller bearings, of 
either parallel or tapered form, have a 
short central portion of reduced diameter 
which co-operates with a projecting ridge 
around the bearing surface of the 
stationary race, so that no longitudinal dis- 
placement of the rollers is possible. The 
ridge may be replaced by a ring shrunk 
into position. 


No. 575,858. Compressed Air Braking 

Westinghouse Brake & Signal Co. Litd., 
N. G. Cadman, and L. H. Peter, all of 
82, York Way, London, N.1. (Applica- 
tion date: April 18, 1944). 

In a compressed air system of braking, 
the air exhausted from the brake cylinders, 
when the brakes are released, is returned 
through a closed circuit to the intake of 
the compressor so as to avoid damp or 
dusty air being repeatedly drawn into the 
system. The compressor runs continuously 
and a pressure-controlled valve allows air 
to be drawn in through a filter if the 
pressure in the storage cylinder falls below 
a predetermined level. The compressor 
normally runs unloaded, except when 
brakes are used, owing to its intake being 
closed. 





Complete Specifications Accepted 
579,141. Parris, C. W., and Jenkinson, 
J. R. Method of cleaning fire tubes 
579,145. Shanks & Co. Ltd. and 
Shanks, G. M. Pipe coupling. 
579,214. Derungs, E. A. 
controlling brake application. 
579,226. Dunlop Rubber Co. Ltd., and 
Hickman, J. C. Flexible shaft coupling. 
579,229. Roulements a Billes Minia- 
tures, S.A. Two-part cage for ball bear- 


Device for 


ings. 

579,267. Wilmot-Breeden Limited, and 
Gough, L. Fastening device for vehicle 
doors. 
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* These abridgments of recently published speci- 
fications are specially compiled for The Railway 
Gazette, by permission of the Controller of His 
Majesty’s Stationery Office. Full specifications can 
be obtained from the Patent Office, 25, Southampton 
Buildings, London, W.C.2, price 1s. each 
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dimpled surface is coated with lead, or a 
lead-base bearing metal, and is then 
machined to remove the excess metal and 
just to expose the sintered metal surface 
in which the indentations are now filled 


9 

579,798. British Timken Limited, and 
Washbourne, W. D. Adjustable roller 
bearing. 


579,838. Spooner, R. A. W. Quickly- 
detachable pipe or cable joint. 
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Notes and News 


Chief Draughtsman Required.—A chief 
draughtsman (civil engineering) is required 
for the chief engineer's department of a 
British railway operating in Chile and 
Bolivia. See Official Notices on page 643. 


Traffic Inspector Required.—A __ traffic 
inspector, between 23 and 35 years of age, 
is required by the Government of Nigeria 
for the railway department, for one tour 
of 18 to 24 months, with possible per- 
manency. See Official Notices on page 
643. 


Hofimann Manufacturing Co; Ltd.— 
There was a trading profit of £242,561 for 
1947, as against £24,689 in 1946, although 
in that year a further £140,000 was re- 
covered in respect of E.P.T. The 
dividend is being maintained at 74 per 
cent. free of tax. 

Stewarts and Lloyds Limited.—A _ net 
profit of £1,895,662 was shown by Stewarts 
and Lloyds Limited for 1947. In the pre 
vious year, the corresnonding figure was 
£1.398,182. “A dividend of 12} per cent.. 
is recommended on the deferred stock, 
which is the same as for the past ten 
years. On the liaison deferred shares, a 
dividend at the same rate relatively as on 
the deferred is recommended. 


Chief Draughtsman Required for 
Nigerian Railway.—A chief draughtsman. 
between 32 and 36 years of age, is required 
by the Nigerian Railway. Candidates, who 
must be associate members of the Insti 
tute of Mechanical Engineers, should have 
served an apprenticeship in the works of 
a home railway or a firm of locomotive 
builders and have had 8 to 10 years’ ex- 
perience in a locomotive drawing office at 
home or in the drawing office of a colonial 
railway. See Official Notices on nage 643. 


Institute of Transport Conference at 
Derby.—A conference. limited to 50 mem- 
bers, is being arranged at the School of 
Transport at Derby for the week-end of 
September 10-13. 1948, and a committee 
has been appointed, to pvrepare and carry 
out the programme. comprising Mr. W. 
Donaldson Wright (Chairman), Mr. J. H. 
Bowyer, Mr. J. Forster, Mr. L. S. Kettle. 
Brigadier L. Manton and Mr. H. G 
Morley. Members who desire to be noti 
fied of the particulars of the conference 
are asked to notify the Secretary of the 
Institute of Transport. 


Metropolitan-Cammell Rolling Stock 
Exports.—Speaking at the general meeting 
of Cammell Laird & Co. Ltd., the Chair 
man & Managing Director. Sir Robert S. 
Johnson, referred to the inclusion in the 
company’s accounts of the results of the 
Metropolitan-Cammell Carriage & Wagon 
Co. Ltd. That company. he said, had had 
a very successful year, and the extent of 
its order book would keep it going for 
several years. Though it had continued 
to make important contributions to the 
supply of wagons for this country and 
third class coaches for the home railways. 
actually the pressure had been more on 
deliveries for abroad. Large numbers of 
railway vehicles for Argentina, Brazil, 
South Africa, Rhodesia, Egypt, and the 
Crown Colonies were planned for produc 
tion in 1948 and following years. The 
company was producing large numbers of 
bus bodies and had very large orders in 
hand for these, but again its output had 
been limited by poor supplies of steel and 
fittings, and efforts had been concentrated 
on the export trade at the expense of the 
home trade; this, again, was rendered 
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difficult by poor shipping facilities. The 
company’s subsidiary, the Midland Rail 
way Carriage & Wagon Co. Ltd., ceased to 
trade at December 31, 1947, as the whole 
of its fleet of privately-owned wagons 
which were let on hire had been taken 
over by the British Transport Commission 
on terms laid down by Parliament. 





Rates Increase in U.S.A.—A _ further 
temporary 4 ver cent. increase in rates, 
authorised by the Interstate Commerce 
Commission on April 19, came into force 
on the United States railways on May 6. 
It incorporates two earlier interim increases 
aggregating 20 per cent. (awarded in Octo- 
ber and December, 1947), and adds the 
latest 4 per cent. 

Beyer, Peacock & Co, Ltd.—An ordinary 
dividend of 5 per cent. together with a 
bonus of | ver cent. are recommended for 
1947 on the capital of the company in 
November, 1946. Last year, ordinary divi- 
dends were resumed with a distribution of 
5 per cent. on account of 1946, but there 
was no bonus. Net profits for 1947 
amounted to £200,892, compared with 
£149,127 in 1946. 


Nyasaland Railways 
extraordinary general meeting held on 
May 6, it was agreed unanimously to 
increase the company’s borrowing powers 
to the nominal amount of its capital, in 
addition to the sum of £5,525.000. These 
powers are required in connection with ex- 
panding the services of the railway to keep 
pace with the economic development of 
the territory it serves. A note on the 
Nyasaland Railways and their connections 
appeared in our issue of February 13. 


Limited.—At an 


Dean & Dawson Limited Branch Office. 

By the courtesy of the Glyndebourne 
Society, Dean & Dawson Limited has 
opened a public tourist office at 23, Baker 
Street. London, W.1 (telenhone: Welbeck 
0092). In addition to the usual travel 
facilities by the regular surface and air 
routes, it will specialise in festival busi 
ness. particularly in co-operation. with 
the Glyndebourne Society. par. F.C. 
Farncombe, for some years before the war 
the company’s manager in Brighton, will 
be in charge of the new branch. 


Southern Region June Excursions. 
During the month of June the Southern 
Region will run excursions from London 
ind many suburban stations to South 
Coast resorts. These have been arranged 
for Tuesdays, Wednesdays, and Thursdays. 
to different resorts. There will be also day 
excursions from most coastal and provin 
cial stations to London on various week- 
days throughout the month, in most cases 
with a special late return train at night, 
enabling visitors to get home after the 
theatre. A large number of mid-week ex 
cursions has been arranged also between 
provincial and coastal towns, giving 
a comprehensive programme of cross 
country day excursions over the whole 
Southern Region. 


Small Firms Asked to Stagger.—Latest 
move in the Central London staggering 
campaign is an appeal by the fourteen dis- 
trict committees to more than 1,500 firms 
with from 50 to 100 employees to stagger 
their hours of work. Proposals for changes 
in hours will be based on replies received, on 
the response to a questionnaire on present 
starting and finishing times, and on a study 
of traffic flows in each district. The target 
of the campaign is to double the number 
of workers now staggered, which totals 
94.000: more than 100,000 workers are 
thought to be affected by the new appeal. 
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The Ministry of Transport is reconsider:y 
the question of changes in shop ho 


¥ a 


which would not only keep 30,000 West 
End shop workers out of the peak hours. 
but also thousands of shoppers (see .|so 


editorial note on this subject). 


A.E.C, and Maudslay Combine.— | } 
link-up between the Associated Equipment 
Co. Ltd. and the Maudslay Motor Co. itd. 
and its associates may now be regarde 
as accomplished, since the holders of more 
than 90 per cent. of Maudslay ordinary 
shares have accepted the A.E.C. offer. 


Zafra & Huelva Railway Bonds.—- Ap 
order issued by the Spanish Ministry of 
Finance provides for the scriv of the first 
mortgage debentures of the Zafra & 
Huelva Railway Company being received 
for exchange without the obligation of 
depositing 1°61 pesetas per coupon, as had 
been required formerly. 


Southern Region Posters.—The A|I- 
Pullman Thanet. Brighton, Devon and 
Bournemouth Belle trains are the subject 
of a quad royal poster now appearing at 
Southern Region Stations. Another new 
poster, advertising Normandy, Picardy, 
and Brittany, links up with the “ Sands 
Across the Sea” guide, recently published 
for the first time since the war. 


Valuation of Transport Securities.— 
After considering the evidence submitted 
at the hearing on May 19 of applications 
by the British Transport Commission, 
pursuant to Section 17 (3) of the Trans 
port Act, 1947, the Transport Arbitration 
Tribunal has issued orders dated May 21, 
1948, determining the value of the follow 
ing securities specified in Part II of the 
Fourth Schedule to the Act: 

Name of body 
by which security 


was issued 
Southern Railway 


Nature of 
security Value 


Perpetual an- £31 I5s. Od. per 


Company nuities annuity of 
£1 Os. 6d 
The SevernCom- Spercent.mort- £111 13s. 9d. per 
missioners gages (1890 mortgage of 
Act) £100 nominal 
value 


Applications for determination of the 
value of the 4 per cent. debenture stock 
(redeemable 1956 at 102 per cent.), 34 per 
cent. perpetual debenture stock, and 6 per 
cent. non-cumulative preference stock of 
the Grand Union Canal Company, and the 
shares of the Oldham. Ashton-under-Lyne 
& Guide Bridge Junction Railway Com 
pany, also were heard on May 19, and the 
decision of the tribunal in regard to these 
securities will be announced later. A 
further sitting of the tribunal was held on 
May 26 to determine the value of the ordi 
nary stock of the Oxford Canal Company. 


Birmingham Railway Carriage & Wagon 
Co. Ltd.—Sir Bernard Docker, Chairman 
of the Birmingham Railway Carriage & 
Wagon Co. Ltd., said at the company’s 
annual general meeting that he thought 
the year ended December 31, 1947, must 
go down in history as truly remarkable. 
At a time when increased production and 
exports were all-important, hours of work 
were reduced from 47 to 44 a week. and 
shortage of electrical power had caused 
stoppages of work and reduced output. 
Their supplies of steel were controlled 
very strictly, and were to be reduced this 
year despite the fact that British steel 
works were producing record outputs. He 
often wondered where this record steel 
tonnage was going, and after two years’ 
experience of the new order of planning, 
it was remarkable that their supply prob 
lems, instead of easing up, were growing 
greater daily. He could not say that he 
had been impressed by the present method 
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None of the vacancies on this page relates to a 
man between the ages of 18 and 50, inclusive, or a 
woman between the ages of 18 and 40, inclusive, 
unless he, or she, is excepted from the provisions of 
the Control of Engagement Order, 1947, or the 
yacuncy is for employment excepted from the 
provisions of that Order 


W \NTED.—S-ton Loco. Steam Crane, 30-40-ft. jib 
Smith preferred.—Reply to Box 72, The Rail- 
way Gazette, 33, Tothill Street, London, S.W.1. 


W ANTED.—Steam Locomotive, standard gauge 

14-in. cyls., 160-lb. w.p.—Details, date of make 
etc.. to Box 73, The Railway Gazette, 33, Tothill 
Street, London, S.W.1 


(, OMPANY dealing in Engineering Specialities 
(Railway and Marine) requires an Assistant 
Secretary. Applicant must be qualified to superintend 
office in Westminster Box 75, The Railway Gazette 
Fothill Street, Westminster, S.W.1 


Cc Hiet DRAUGHTSMAN (Civil Engineering) re- 

quired for Chief Engineer’s Department of British 
Railway Company operating in Chile and Bolivia 
Salary £750, rising to £950 p.a Free quarters, pas- 
sages, allowances, etc Write with full details of 
qualifications and experience to Box _ 2279, c/o 
CuaRLes Barker & Sons LTD 31, Budge Row 
London, E.C.4 


S TATION DESIGN. A striking example of modern 
British practice at the important wayside station 

Reprinted from The Railway Gazette, 
Price 1s. Post free 1s. 2d 


7% Luton 
July 7, 1944 
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OFFICIAL NOTICES 


His Majesty’s Colonial Service 


GAZETTE 


THE COLONIAL ENGINEERING SERVICE 


A PPLICATIONS are invited for the post of Chief 
. Draughtsman, Nigerian Railways Candidates, 
who must be Associate Members of the Institute of 
Mechanical Engineers, should have served an appren- 
ticeship in the works of a Home Railway or a firm of 
locomotive builders and have had 8 to 10 years’ ex- 
perience in a Locomotive Drawing Office at home or 
in the Drawing Office of a Colonial Railway Car- 
riage and Wagon Drawing Office experience in addi- 
tion is highly desirable. They must be thoroughly 
conversant with modern locomotive practice, prepara- 
tion of designs, detail drawings, standardisation speci- 
fication and indents; also with tools and fixtures for 
the manufacture of Locomotive Carriage and Wagon 
spares in quantities. The duties of the post inc!ude 
the control and training of a staff of African draughts- 
men and the supervision of a scheme for the train- 
ing of African workshop apprentices 

Candidates must be British subjects, physically ‘it, 
and between the ages of 32 and 36 Appointment 
will be on probation for permanent and pensionable 
employment within the gross incremental salary scale 
£970 to £1,300 per annum Partly furnished Gov- 
ernment quarters are provided, if available, at a rent 
of £90 per annum and free first class passages for the 
officer and, if married, for his wife, once each way 
each tour Home leave on full pay is granted after 
tours of 18 months at the rate of 7 days for each 
month of resident service 

Intending applicants should write at once to the 
DIRECTOR OF RECRUITMENT (COLONIAL SERVICE), 15 
Victoria Street, London, S.W.1, giving brief details 
ot age, qualifications and experience 
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Crown Agents for the Colonies 


APPLICATIONS from qualified candidates are 
invited for the following post 

TRAFFIC INSPECTOR required by the Govern- 
ment of Nigeria for the Railway Department for 
one tour of 18 to 24 months, with possible ver- 
manency Salary and expatriation allowance £600, 
rising to £800, a year. Outfit allowance £60 Free 
passages. Candidates, age 23 to 35, must have had 
experience on a home railway of goods and passen- 
ger station work and accounts, telegraph offices and 
marshalling yards, and must be qualified in train 
working under the absolute block system and in rail- 
way signalling Apply at once by letter, stating age, 
whether married or single, and full particulars of 
qualifications and experience, and mentioning this 
Paper, to the CROWN AGENTS FOR THE COLONIES, 
4, Millbank, London. S.W.1, quoting M/N/ 17525 
(3E) on both letter and envelope 


L‘ ICOMOTIVE Manufacturers’ Association ot 

yreat Britain invite applications for the appoint- 
ment of Overseas Representative from candidates of 
British nationality possessing high technical qualifica- 
tions as Locomotive Engineers, and with administra- 
tive commercial experience The person appointed 
will be required to travel extensively, probably 
spending periods of several months abroad, but with 
visits home for consultations He must be accus- 
tomed to dealing with matters of policy with, e.g., 
heads of Government Departments, and to forming 
appreciations and making reports, also he should be 
in a post at present or lately carrying not less than 
£1,000 p.a Applications giving full details of educa- 
tion, technical training and qualifications, and experi- 
ence, also stating age and salary required, should be 
addressed to THe Director, L.M.A., 82, Victoria 
Street, S.W.1. 








of control and interference. Their in 
dustry was one where a high proportion 
of export work was being done with hard 
currency countries. and they were doing 
their utmost to maintain and strengthen 
those Gverseas connections. 


Eastern Bengal Railway Company.—lt 
has been notified that on March 31, 1948. 
a total sum of £1,176,799 17s. 9d. was in 
vested for the purpose of providing a sink 
ing fund in respect of the annuities class 
“BO” 


Craven Bros. (Manchester) Limited.— 
A net vrofit of £31,376 is shown for 1947, 
after providing for all exvenses, includ 
ing depreciation and taxation. A final 
ordinary dividend of 10 per cent. is recom 
mended. making 15 per cent. for the year, 
as against the total dividend of 20 per 
cent. for 1946. when the net profit was 
£43,674. 


Railway Benevolent Institution.—The 
ninetieth annual meeting of members of 
the Railway Benevolent Institution will be 
held at Euston Station (Room = 131). 
London, N.W.1, on June 30 next at 4 p.m.. 
to receive the report of the board of man 
agement and transact the ordinary business 
of the Institution. The board will appoint 
to contingent annuities 60 widows, and 
eight members in the Officers’ Department, 
and 638 widows and 274 members in the 
Servants’ Department. being applicants in 
excess of the number to whom permanent 
annuities can be granted. There will be no 
ballot on this occasion. 


Costa Rica Railway Co. Ltd.—In his 
speech at the annual general meeting of 
the Costa Rica Railway Co. Ltd. on De- 
cember 18, 1947, the Chairman, Mr. H. C. 
Drayton, said that during the year under 
review the Northern Railway made a pro- 
fit, before charging rental, of £54,000. The 
company took over this raliway in 1940, 
at which time there was a considerable 
export traffic in bananas to the United 
States. This traffic ceased when the United 
States entered the war, and at the present 
time was very small, but active steps were 
being taken to attract new traffic to the 
line. Its real future must depend, how- 
ever, on banana exports, and they were 
hoping that these would revive, there being 


a great demand for them in the United 
States. The company’s revenue for the 
year amounted to £13,000. After deduct- 
ing first mortgage debenture interest and 
expenses, and appropriating £3,000 for the 
sinking fund committee, there was a debit 
balance carried forward of £241,000. 


” 


Second “ Enterprise Express for 
G.N.R.AL.).—A new train of coaches simi- 
lar to those used on the Great Northern 
Railway “Enterprise ~ non-stop Belfast 
Dublin express is nearing completion at 
Dundalk Works. They will go into ser- 
vice as a second “Enterprise ” service on 
May 31. The original train was described 
in our issue of October 3, 1947. 


Preservation of 82-Year-Old Locomotive, 

We are informed officially that the 
former Metropolitan 4-4-0 tank locomo 
tive “L45” has now been retired by 
London Transport after 82 years of un- 
broken service, and is to be preserved as 
an historical relic. Later, it will be placed 
on public exhibition. It may be recalled 
that an appeal for its preservation was 
published in our columns, and that the 
Original drawing was reproduced in our 
issue of February 6. 


Train Attacked in Hyderabad.—lIt is re- 
ported that when a Madras-Bombay mail 
train was ready to leave Ghangapur 
Station in the State of Hyderabad on May 
22. a number of men prevented the station 
staff from giving the line clear signal to 
the driver. They are then said to have 
attacked passengers in the front coach of 
the train with sticks and knives, but order 
was restored by the staff at the station. 
The incident resulted in trains from 
Madras to Bombay being cancelled on 
May 23, and it was announced by the 
Government of India that escorts of troops 
would accompany all trains passing 
through the State in future. 

Trains Delayed by Electricity Failure.— 
Two breakdowns of the electricity supply 
in Southern England on May 23 caused in- 
terruption to train services. In the earlier 
failure, certain underground trains on the 
Central Line of London Transport were 
unable to proceed, and traffic stooped on 
the Southern Region between Brighton 
and Coulsdon for more than 14 hr. Later 
in the day, a further failure resulted in 


delays after 9 p.m. between Coulsdon and 
the coast, near Woking, and from St. Mary 
Cray to Gillingham, Sevenoaks and 
Maidstone, as a result of signals being 
affected. The signal lights were restored 
by 10 p.m. 


Derwent Valley Light Railway Com- 
pany.—Total raitway traffic receipts for 
1947 were £12,314, as against £12,051 in 
the preceding year. Miscellaneous items 
produced £319, and revenue from the col 
lection and delivery of parcels and goods 
amounted to £1,160, giving total gross re 
ceipts of £13.793. Expenditure amounted 
to £14.889, so that net receipts showed a 
deficit of £1,096. In 1946, there were gross 
receipts of £13,105 and expenditure of 
£16.073, resulting in a deficit of £2,968 on 
railway working. Receipts from other 
items in 1947 gave a final net revenue for 
the year of £3,888, comparing with £7,270 
in the previous year. After adding the 
balance brought forward, and deducting 
fixed charges, the sum of £4,544 is avail 
able. The directors recommend dividends 
of 5 per cent. on the preference and ord:- 
nary shares. which will leave a balance of 
£494 to be carried forward. 


Anglo-Brazilian Trade Agreement 
Signed.—The negotiations which have 
been proceeding in Rio de Janeiro since 
the middle of February between represen- 
tatives of the Government of Brazil and a 
United Kingdom Trade & Financial Mis- 
sion, headed by Sir John Wise, have been 
concluded successfully, and agreements on 
trade and payments, including the disposi- 
tion of Brazil’s accumulated _ sterling 
balances. were signed in Rio de Janeiro on 
May 24 by the Brazilian Minister for 
Foreign Affairs, Dr. Raul Fernadez: the 
Brazilian Minister of Finance, Dr. Correa 
FE. Castro; H.M. Ambassador, Sir Nevile 
Butler: and Sir John Wise. It was agreed 
that all payments between Brazil and the 
sterling area should continue to be settled 
in sterling, and that it was to the advan- 
tage of Brazil and the United Kingdom to 
promote the maximum possible movement 
of goods and financial payments between 
Brazil and the United Kingdom, and Brazil 
and the sterling area as a whole, consistent 
with maintenance of a reasonable degree 
of equilibrium in sterling payments in both 
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directions. In particular, the traditional 
export of coal from the United Kingdom 
to Brazil will be resumed, the agreement 
providing for the supply of 500,000 tons 
during 1948. Agreements have been for- 
malised for continued use of the accumu- 
lated Brazilian sterling balances, now ‘¢e- 
duced to approximately £50 million, for 
certain classes of capital payments, includ- 
ing the repatriation of Brazilian sterling 
loans and of such British-owned railway 
and utility undertakings in Brazil as the 
Government of Brazil may wish to ac- 
quire. Releases from accumulated 
balances to current account have been 
fixed at a maximum of £10 million over 
four years ending April, 1951. 


Alfred Herbert Limited——A final tax- 
free ordinary dividend of 10 per cent. has 
been recommended for the year to October 
31 last, making a total of 20 per cent. 
In the preceding year, the company paid 
a dividend of 11 per cent., tax free, 
together with a special capital dividend of 
9 per cent. Net profits, after taxation, 
were £532,685 for the year, as against 
£362,741 in 1945-46. 


Beira Railway Co. Ltd.—Gross revenue 
of the Beira Railway Co. Ltd. for 1947 
was stated by the Chairman, Mr. Arthur 
E. Hadley, in his speech at the company’s 
general meeting to be some £217,000 
higher than in the previous year. This was 
due mainly to imports being largely in- 
creased. The accounts showed. however, 
that higher working costs and provision 
for taxation absorbed the increased 
revenue, with the result that the final 
balance on profit and loss account actually 
was some £8,000 less than in 1946. In 
view of the greatly increased tonnage 
carried, he did not consider the rise in 
costs unreasonable, since the percentage of 
operating expenditure to gross receipts was 
greatly reduced. Their line continued to 
be operated by Rhodesia Railways Limited, 
the whole of whose capital had been 
acquired by the Southern Rhodesian Gov 
ernment since their last meeting. Their 
directors had been in close contact with 
the Southern Rhodesian and Portuguese 
Governments. with whom discussion of the 
position thus created was still proceeding. 


British Electric Traction Co. Ltd.— 
Revenue for the year ended March 31, 
1948, amounts to £1,206,288, compared 
with £823,261 for the year ended March 
31, 1947. After deducting the general and 
other expenses, providing £472,000 for 
taxation (against £305,005) and allowing 
for debenture stock interest (unchanged), 
there remains for appropriation (subject 
to audit) the sum of £574,588, compared 
with £365,992 for the previous year. The 
Directors recommend that the following 
final dividends for the year be paid, less 
income tax, at the standard rate, on 
June 19, 1948, to stockholders whose 
names appear on the register on May 19, 
1948; 5 per cent. on the participating 
preference stock (making, with the interim 
dividend of 3 per cent. already paid, 8 per 
cent. for the year); 4 per cent. on the 
preferred ordinary stock (making, with 
the interim dividend of 4 per cent. 
already paid, 8 per cent. for the year); 
and 35 per cent. on the deferred ordinary 
stock (making, with the interim dividend 
of 15 per cent. already paid, 50 per cent. 
(same) for the year). The balance of 
£267,415 (last year, £58,819) is to be trans- 
ferred to undivided profits account. The 
annual general meeting will be held at 
Winchester House, Old Broad Street. 
London, E.C.2, on June 18. 


THE RAILWAY GAZETTE 


Railway Stock Market 


Earlier in tne week caution was shown 
in stock markets, awaiting developments 
in the Palestine situation. British Funds 
tailed to keep best levels, but were again 
higher on balance. Now that the bulk of 
tne Argentine railway pay-out money has 
been reinvested, the question being asked 
in the City is whether gilt-edged can main- 
tain recent gains. British Transport 3 per 
cent. stock (1978-88) was “ex” its first 
interest payment at 964xd. Electricity 3 
per cent. stock, after touching 99/3, the 
highest since dealings began in April, eased 
to 994. Markets generally were still in- 
clined to take their cue trom gilt-edged, 
and foreign railway 
including Brazil rails, the latter reflecting 
disappointment that the Anglo-Brazil pact 
does not specify moves for acquisition of 
British-owned railway and utility com 
panies. 

Nevertheless, it is assumed generally that 
now the Anglo-Brazil agreement has been 
signed, payment of the long-awaited pur- 
chase money for the railway will be made 
to the San Paulo company. San Paulo 
ordinary stock, after changing hands over 
190, eased to 189, although the market is 
assuming that a total of at least £200 per 
£100 of stock is likely for stockholders 
on the basis of the amount the company 
is to receive for the railway and the sum 
that can be expected reasonably for other 
assets. Leopoldina receded to 124, the 
preference stock to 434, and the deben- 
tures to 77, while Leopoldina Terminal 
debentures were easier at 72 and Great 
Western of Brazil ordinary shares lost 
7s. 6d. at 65s. 

The assumption in the market is that 
Brazil has by no means abandoned the 
policy of acquiring British-owned railway 
and utility companies operating in the Re- 
public, but that decisions in respect of in- 
dividual companies will have to be arrived 
at by separate negotiations. In any case 
it would seem that the companies will wait 


stocks were easier, 
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for the initiative to be taken by the 
Brazilian authorities. Movements in Ury- 
guay rails were small. Central Uru: uay 
ordinary was 114 and the second denen- 
tures 804. Antofagasta stocks came in for 
demand on latest reports regarding the 
nitrate industry’s prospects of expansion, 
the ordinary being 134 and the 5 per cent. 
preference 69. Nitrate Rails shares were 
marked up to 85s. Although uncertainty 
resulted from latest reports from Havana, 
United of Havana 1906 debentures have 
strengthened to 174 at the time of writing, 

Activity in Canadian Pacifics again has 
been a feature, but after changing hands 
up to close on 27, the price came back to 
253. The preference stock was 84! and 
debentures 1114. Manila Railway prefer- 
ence were 10s. 44d. and the “A” deben- 
tures 98. Beira Railway bearer shares 
changed hands around 56s. 6d. The ex- 
pected issue by Nyasaland Railways js 
£1,600,000 first debenture stock, which will 
carry 34 per cent. interest. Issue price will 
be 98} and redemption dates 1968-78. 
Holders of the existing 5 per cent. “A” 
debentures will be offered conversion into 
the new stock, and the issue will provide 
nearly all the £1,460,000 needed for 
modernisation of equipment to bring the 
railway up to date. 

Further gains have been established by 
shares of road transport companies, the 
market being hopeful of news before long 
of the various negotiations being carried 
out with the British Transport Commission. 
Iron and steel shares’ have been firm de- 
spite the nationalisation threat. Shares of 
locomotive builders and engineers have 
been steady. North British Locomotive 
changed hands around 25s. 9d. and Vulcan 
Foundry improved to 28s., while Charles 
Roberts were active around £7£ and else- 
where, T. W. Ward were 64s. 9d. and G. D. 
Peters 5s. shares marked 17s. 44d. A big 
demand was shown for the 1,000,000 4 
per cent. cumulative redeemable prefer- 
ence shares of £1 each in British Timken. 
offered at 2Is. 


Traffic Table of Overseas and Foreign Railways 


Traffics for week ¥ Aggregate traffics to date 
ve 
Railways Miles Week 3 Total } 
open ended Vocal Inc.ordec. 6 Increase or 
this year compared 6 19478 decrease 
with 1945/46 7 
£ £ £ 
Antofagasta ... oe 834 16.5.48 50,580 10,300 20 1,028,050 4 259,360 
— ie nov 174 Apr., 1948 $80,579 $28,757 17 $374,821 — $74,827 
razi ° 

.- Cent. Uruguay 970 15.5.48 44,557 4 26,191 46 1,663,414 — 56,08! 

S| Costa Rica . - 262 Mar., 1948 25,390 7,138 39 292,351 + 39,451 

5 | Dorada , ; 70 Feb., 1948 16,700 12,900 9 39,800 - 20,500 

& | G.W. of Brazil . 1,030 15.5.48 31,100 + 5,700 20 724,800 20,700 

< | Inter. Ctl. Amer... 794 Feb., 1948 $1,144,611 - $1,242 9 32,402,164 $74,903 

= | La Guaira_... a 222 Apr., 1948 $115,893 $13,925 18 $407,532 $49,511 

S  Leopoldina ... ‘ 1,918 8.5.48 44,971 16,006 19 1,005,427 | - 190,564 

5» Midland Uruguay 319 Mar., 1948 16,928 149 39 162,099 + 11,210 

UO | Nitrate 382 15.5.48 11,779 2,023 20 111,140, + 30,955 

os | N.W. of Uruguay 113 Mar., 1948 6,536 - 35 (39 48,421 - 1,912 

| Paraguay Cent. 274 14.5.48 68,599 Zi3,285 46 G3,020,612 + 136,438 

3] Peru Corp. 1,059 Apr., 1948 199,283 37,682 39 1,726,563 208,348 

8 Salvador a 100 Feb., 1948 ¢309,000 c65,000 35 c!,381,600 252,600 
San Paulo : : 1534 - — 

Taltal isk 156 =Apr., 1948 9,670 4+ 6,285 44 80,080 4 39,065 
United of Havana .. 1,301 15.5.48 100,646 2,344 46 3,506,124 + 381,153 
Uruguay Northern 73. Mar., 1948 1,464 + 159 39 10,584 743 

3 

S J Canadian National ... 23,535  Mar., 1948 9,662,750 575,250 14 26,667,500 + 1,598,500 

3 (Canadian Pacific . 17,037. Mar., 1948 7,086,500 348,000 14 19,889,500 + 1,552,500 
Barsi Lightt ss 202. = Apr., 1948 30,727 1,432 4 30,727. + 1,432 
Beira a 204 Feb., 1948 111,097 + 20,529 22 580,320 4 134,080 

w» | Egyptian Delta nis 607 31.3.48 20,147 +- 1,782 52 628,438  — 44,064 

3 — ae 536 = Mar., 1948 209,795 + 15,052 52 2,015,891 — 193,445 

= anila 4 -- 

S | Mid. of W. Australia 277_—Ss: Mar., , 1948 25,090 + 5,591 39 209,473 54,153 
Nigeria hak . 1,900 Mar., 1948 401,873 40,277 52 4,581 = 49,128 
Rhodesia re ...| 2,445 Sept., 1947 643,980 + 102,833 52 6,787,60. 612,938 

\ South African .. 13,323 24.4.48 1,294,631 + 124,928 4 4,534, ry 380,628 
Victoria i ws! 4,774 Jan., 1948 1,480,357 164,562 31 


+ Receipts are calculated @ Is. 6d. to the rupee 


* Aggregate figures to March 20 
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